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Good location with reference to 
MARKETS and Sources of 
Materials. 


Good transportation facilities. 
Plentiful supply of good labor. 
Good living conditions for labor. 
Low cost fuel and power. 

Good Factory Sites—(FREE). 
Good water supply at nominal cost. 
Good banking facilities. 
Reasonable taxes. 

Efficient municipal service. 


We Have Them 


Come and SEE us, or write to 


THE SECRETARY, 
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DIGEST OF DECISIONS 


Under the Interstate Commerce Act 


All Opinions since January 1, 1908, of the Commission and the Courts 


Now in the Bindery. First Copies Ready for Distribution Shortly 
10,000 POINTS FOR THE SHIPPER AND TRAFFIC MAN. —_“*=sf'ed Simply and Clearly Under 


1,100 Pages, Price $8.00 Delivered. LUST AND MERRIAM, Authors and Publishers, 9 S. La Salle St., Chicago, IL | 











Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 


— 


iThe foundation for the study of all questions bearing on rates, and other features of regulation 
between shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of the several states. The most complete and convenient compil- 
ation of these laws is contained in the book here illus- 
trated, which has been extensively sold to represent- 
ative carriers andgprominent shippers. 


Edition Nearly Exhausted 


Se | An 'Indispensable 
Rss t | Reference Work 
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The demand for this book has. been so extensive 
that only a comparatively small number remain and in 
me a few weeks copies can no longer be obtained. This 

rpg represents the last opportunity to get one of these dur- 

— able volumes of the Digest of Federal and State Court 

eh tS Decisions, the Interstate Commerce Laws and the Laws 

of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op- 
portunity will soon pass. 


Send your order now, and you will have the book 
available when needed. 
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418 South Market Street, Chicago 
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A Legal Treatise on Transit Privileges 


One Volume — 250 Pages — 200 Citations 
Price Delivered, $5.00 


1 The treatise includes a complete digest of all de- 
cisions of the Federal Courts and Interstate Commerce 
Commission in the matter of Transit Privileges, by 
Charles S. Belsterling, of the Pennsylvania Bar. 

This book is doubly valuable because the author has 
had years of experience in practical traffic matters. 
The work comprises also comments upon the transit 
practice and the decisions and comments are set out 
in propositions of moderate length and are well classi- 
ied under the following headings: 

I. Legality. 
II. Nature of service. 

Ill. Jurisdiction. 

IV. Allowance of privileges. 

V. Agreement between connecting carriers for al- 
lowance of privilege. 

VI. Contractual relations between shipper and car- 

rier. 
II. Publication condition precedent to legality 
ll. Charges for allowance of privilege. 
X. Absorbing or diminishing local or proportional 
x 
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THE TRAFFIC MANAGER 


receives his compensation for what he knows— 
| not what he does. 


| Do You Know 
| what his duties are ? 


| 
| That the correct quotation and application of the 
| lowest rates is but a small portion of his position? 





inbound rate. 
Discriminations between shippers. 


Discrimination between localities. 
XII. Doing business under open rates. P p If 
III. Reconsigning. repare Yourse 


I 
| 
I 
V. Rate to be applied on reshipped commodity 
V. Substitution. 


| by the study of the different duties which must be 
assumed. 
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End Entrance of a Wells Fargo 70-Foot 
Special Car for Automobiles 


Double End Doors 


Are a Valuable Equipment Feature of 
the 35 Wells Fargo Automobile Cars 


The entire end of a Wells Fargo automobile car can be thrown open. This 
permits the loading of your motor car without the removal of a single part of 
the machine—without even the lowering of the hood. 


For the scientific transportation of your machine—to the Atlantic or Pacific 
coast, or any other place touched by our 65,000 miles of railroad lines—Wells 
Fargo & Co Express stands thoroughly equipped. 


Plan the next shipment of your automobile via Wells Fargo—in an end door 
express Car. 








A Whole Train of Wells Fargo End Door 
Automobile Cars. 


Ask our agent-in your city to tell you the particulars of this special service 


Wells Fargo & Co Express 


Carriers to all parts of the world 
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COMMISSIONER MARBLE. 


[t was stated last week that the President had 
nominated Secretary Marble for the place on the 
Commission vacated by Mr. Lane. The appoint- 
} ment was confirmed by the Senate without delay or 
discussion. Mr. Marble is so well known to those 
; who in recent years have had dealings with the 

Commission that he requires no introduction. His 
close familiarity with the work of the Commission 
it is such as to make the appointment a promotion 
directly in the line of service and one without the 
accompaniments inevitable to the educational pe- 
riod of an entirely new incumbent. The Commis- 
sion is to be congratulated that the gap in its ranks 
has been filled by one who will work with it under- 
standingly from the start. 


‘ WEIGHING CARS UNCOUPLED. 


Probably there are likely for some time to be 
ifferences of opinion as to the propriety of taking 
weights of loaded cars coupled or uncoupled, yet 

it seems from the volume of testimony taken during 

the weighing investigation that those who follow 

the practice of weighing cars coupled in a train do 

) rather because of the greater rapidity and con- 
venience than from any conviction that accurate 
eights can be obtained in that way. Indeed, from 

r a consideration of an individual instance it is quite 
probable that an accurate test would show that the 
matter is not even open to question. If it were, it 


% 


THE TRAFFIC WORLD 


609 


would upset all theoretical considerations as to how 
accuracy is obtainable. 

There is, however, another feature that is worth 
considering—one which, if memory serves, was only 
brought out near the close of the recent weighing 
hearing in Chicago, but which has been referred to 
in private conversation with the head of one of the 
weighing bureaus. This relates to the shock that 
a loaded car necessarily receives, or, at least, uni- 
versally is subjected to, in again recoupling it in the 
train or to a locomotive while it is standing on the 
scales, which shock is necessarily transmitted to the 
scale mechanism. The impact of a string of loaded 
coal cars, for instance, or of a 200-ton locomotive 





JOHN H. MARBLE, 
Member Interstate Commerce Commission 


against a gondola or hopper car containing 50 tons 
of coal, at a rate of speed which may depend upon 
nothing but a train crew’s desire to make a quick 
getaway, is comparable to the shock of a battering 
ram only on the understanding in which we always 
make comparison of modern and medieval instru- 
mentalities. How long a scale will stand up under 
this treatment and still continue to yield accurate 
results at the beam is a question which seems not 
to have been determined, but which doubtless would 
depend largely upon the type of mechanism, the 
perfection of its workmanship and material and the 
character of its installation. 

Of course, in formulating rules for weighing or 
anything else, some consideration must be given 
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to conditions which, humanly and commercially 
speaking, are unavoidable; and in the preparation 
of the rules and specifications which are now on 
the fire, it is assumed that this point will be taken 
into consideration. If it shall be found that the in- 
jury done to the scales by this inevitable accom- 
paniment of spot-weighing is such as to produce 
subsequent inaccuracies that counterbalance or out- 
weigh the inaccuracies of weighing with cars cou- 
pled, it would seem an economic waste to prescribe 
that all weighing shall be done with cars uncoupled. 
There seems now to be a general lack of knowledge 
upon this point, and this is fully shared by the pres- 
ent writer. 


DEBRIS IN UNLOADED CARS. 


Referring to the editorial article published in these 
columns on March 1‘ under the above heading, at- 
tention has been: called by a correspondent to a 
feature which seems to throw further light upon the 
matter. As light for itself as well as for others is 
what The Traffic World is seeking, it welcomes 
communications of this character and desires to give 
the same prominence to the additional information 
as to the statement that called it forth. 


A. E. Beck, traffic manager of the Merchants’ and 
Manufacturers’ Association of Baltimore, writes 
with special reference to the paragraph in which it 
was stated that the presence of a large amount of 
debris is accounted for by the fact that there is an 
agreement between the railroad companies and most 
of the shippers of hollow tile relative to the pres- 
entation of claims. It was stated on the authority of 
a correspondent that this agreement provided that 
claims amounting to less than five dollars per car 
would not be presented and claims amounting to 
more than five dollars would be paid in full by the 
railroads under the implied understanding that dam- 
age to more than that amount was an evidence of 
rough handling. On this point Mr. Beck says: 


“That much is true, but as I am particularly in- 
terested in this matter for the reason that I have 
recently secured the abrogation of this five dollar 
rule in Baltimore, I desire to state for your informa- 
tion that its effect as between the manufacturers 
and the railroad companies is nil, for the reason that 
practically 99 per cent of the manufacturers of hol- 
low building tile and sewer pipe sell their product 
f. o. b. factory, resulting in the saddling of the loss 
or breakage upon the consignee, and the railroads 
have even gone so far as to attempt, with consider- 
able success in certain sections of the country, to 
refuse to honor claims for breakage, because of their 
agreement with the manufacturer of the sewer pipe 
or tile. 
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“The railroad company is as responsible for on 
penny’s worth of damage, attributable to negligen 
as ten dollars or a hundred dollars’ worth, and ther: 
fore, in Baltimore at least, we now secure paymen 
of these claims in full.” 

This development of the issue has led us far from 
the original point, which had reference to the mat 
ter of weighing and the complaints of shippers that 
they were being taxed in freight charges for the 
negligence of the previous unloader or the carrier to 
put cars in shape for future loading; but the dis- 
cussion seems to be a contribution to the sum total 
of human knowledge of traffic affairs and it is pro- 
mulgated as such. 


THE CAR SUPPLY. 


The latest report of the American Railway Asso- 
ciation on car surplus and shortage shows an im- 
provement of 9,198 cars over the situation as pre 
sented two weeks ago. It will be remembered that 
that report showed a shrinkage from the previous 
report of 15,077 cars in the net supply available, be- 
ing mostly in box and coal cars. This latest report 
shows that nearly two-thirds of this shinkage is now 
wiped out and, naturally, that the improvement is 
largely in the same classes of cars. With winter 
so nearly past, at least according to the calendar, it 
looks as if we might pull through with nothing 
worse than an occasional local congestion or short- 
age. 


RAILWAY MATERIAL INQUIRY 





The Commission has decided to inquire into the situa- 
tion with regard to the local and through rates on rails 
and fastenings from South Chicago to Baskin, La., via the 
Elgin, Joliet & Eastern, Iron Mountain and the Wabash. 
The carriers mentioned and the Illinois Steel Co. are to be 
the respondents. 


Correspondence in the hands of the Commission shows 
that the stee] company on November 17 and 18, 1910, billed 
two carloads of rails and fastenings from South Chicago 
to St. Louis. When the shipment arrived at that point the 
steel company took out new billing to Baskin, La., and 
charges were assessed at through rate, which, the Commis 
sion has learned, is in excess of the aggregate of the inter- 
mediate local rates. 


The Commission desires to have the views of the re 
spondents as to whether the through rate or the aggregate 
of the locals should have been imposed and the respondenis 
are required to file briefs setting forth their views on that 
question on or before May 1. The Commission usually 
rules, in a case of that kind, that the through rate should 
not exceed the sum of the locals. 


DENIES PETITION. 


The petition of the W. T. Ferguson Lumber Co. for a 
rehearing in its complaint against the Louisiana Ry. Co. et 
al. has been denied. 
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COMMISSIONER CLEMENTS OF AGE 


It is twenty-one years ago this 
St. Patrick’s day since Judson Clem- 
ents became a member of the Inter- 
state Commerce Commission. He is 
not one of the “fathers” for whom, 
in some circles there is so much 
respect and in others so much ridi- 
cule, but he succeeded W. L. Bragg, 
one of the original commissioners 
appointed in 1887. 

If there is one man in the country 
who knows the Act to Regulate Commerce from all 
angles, by reason of personal experience, Judge Clements 
is that man. He helped frame the original act, and, in 
the eyes of many of those who have had an acute 
interest in the development of the greatest remedial 
statute Congress has passed probably since the founda- 
tion of the government, he is one of the greatest single 
factors in the enlargement of the statute to its present 
scope when it is one law that is feared, if not respected, 
by those for whose control it was enacted, 

Without disparaging any other man who has been 
a member of the Commission it can be said that the 
Georgian who has completed a span of service so long 
that the man-child born on the day he took the oath of 
office is now a voter, has always been a fighter for the 
extension of the law. On every indictment that he has 
asked Congress for more and still more, he has cheer- 
fully pleaded guilty. Those who remember the days 
seven years ago when the present statute was being 
whipped into shape remember that he tucked his dignity 
in his pocket, trudged up to the capitol and told the 
members of the committee of the Senate what he 
thought about the proposition that the Commissiox 
should be empowered to initiate rates. 

There never was a time when Judge Clements did 
not fight for the power the Commission now possesses. 
He is now just as much in favor of the next step, 
that of the control of railroad capitalization as he was 
in favor of clothing it with the power to initiate rates, 
to make inquiries on its own motion and in fact to be 
an active regulating body instead of a mere passive one 
authorized to act when some aggrieved person found 
conditions so that he could no longer endure them. 

In 1910 when Congress put the burden of justifying 
increases of rates on the carriers instead of requiring 
the shipper to prove the higher rates unreasonable, 
Judge Clements was advocating the step that undoubtedly 
will be the next one taken, that is control over the 
issuance of stocks and bonds. 

Whether that power will really add anything to the 
effectiveness of the Commission no man can say. There 
are many who believe it is not really necessary be- 
cause the Commission already has the power to consider 
all the facts and circumstances in passing upon the 
reasonableness of any rate and all rates. It may be argued 
that that grant enables the Commission to take into 
consideration the amount of watered stock or bonds 
that may have been issued by a railroad corporation, 
but every lawyer knows how chary the courts are about 
allowing any grant of power by implication. 

On that subject on March 30, before the Economic 
Club of Boston, the veteran of the Commission said: 

“The control of railway capitalization by the Federal 
Government has been objected to as unconstitutional, 
because most of the carriers operate under state char- 
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ters. The constitutional authority for Federal control of 
commerce among the states, however, is absolute, un- 
conditional and unqualified. It is not made to depend 
upon the source of authority under which the agency 
engages in such commerce. The provision applies to 
such commerce itself and therefore necessarily to all of 
the agencies incident to it, otherwise the provision 
would be meaningless and the Government impotent 
in the matter. One state by loose practices in the grant- 
ing of charters and charter privileges could paralyze 
the efforts of all the other states even if we could hope 
for practical uniformity of views among them as to this 
regulation. It is an important right, as well as essential 
to the well-being of every state, that the Federal Gov- 
ernment shall adequately do those things for which it 
was established. It was early seen by the Colonies from 
experience that the regulation of commerce among 
the states, like that of the imposition of import duties, 
etc., could only be justly and adequately effected by a 
single authority—one government, and not by thirteen or 
forty-six sovereigns,” now 48. 


Judge Clements’ service as a member of the House 
of Representatives before he became a Commissioner 
gave him an understanding of the necessity for work, 
on Capitol Hill by the Commissioners, that, at times, 
did not appeal to colleagues who served with him dur- 
ing the dreary years following the decision of the 
Supreme Court that Congress had not vested the Com- 
mission with power to initiate rates or to prescribe 
them for the future, which, of course, in the last analy- 
sis, amounts to the same thing in a majority of cases. 

His legislative experience undoubtedly kept him 
from any leaning whatever to the theory that the Com- 
mission should deem itself something like a court fet- 
tered with the rules that control the acts of judicial 
bodies. He has always leaned the other way, namely, 
to the view that the Commission is an arm of Congress 
vested with the power of finding* the facts and then 
declaring that upon such and such a set of facts and 
circumstances the law requiring rates to be just an« 
reasonable operated to bring into law the figures the 
Commissioners had found to be a reasonable charge. 

To his legislative experience may also be attributed 
his inability to see any reason for the proposed exten- 
sion of the jurisdiction of the Commerce Court so as to 
cover negative orders of the Commission. The courts 
have no power over the negative orders of Congress, 
which are to be found in the adverse reports on bills 
and the contemptous silence with respect to thousands 
of bills urged for the cure of what their backers con- 
ceive to be evils that ought to be corrected. Orders 
of the Commission dismissing complaints could be 
taken to Congress and that body could enact a law 
doing exactly what the Commission had refused to do. 
But getting Congress to act would require the submis- 
sion of facts that would move Congress into action. 


In other words, the Commission has a legislative 
discretion not unlike that which Congress possesses 
which, in the case of Congress, is absolutely beyond the 
power of the courts to inquire into. When Congress 
refuses to pass a bill at one session the interests that 
proposed it can go back at the next session. So in the 
event the Commission dismisses a complaint the man 
who feels aggrieved can come back again with addi- 
tional facts and see if the larger information will not 
cause the Commissioners to change their minds. 

A. E. H 














THE 


LEADERS IN TRAFFIC 





The Men Who Are Solving the Big Prob- 
lems—and the Good Work 


They Have Done 





D. F. HURD. 

D. Frederick Hurd, traffic commissioner, Cleveland 
Chamber of Commerce, who was elected president of the 
newly organized Traffic Club of Cleveland, was born in 
Aurora, Ill., and entered railroad service in 1887 as a 





D. F. HURD, 
President Traffic Club of Cleveland. 


clerk in the office of the freight auditor of the Chicago & 
North-Western Railway. In 1888 he entered the general 
freight office of the Lake Shore & Michigan Southern Rail- 
way at Chicago, remaining with that company eighteen 
years, during which time he was contracting agent at 
Chicago, agent of that road and their fast freight lines at 
Omaha, and later at Kansas City. In 1901 he was appoint- 
ed general agent of the New York Central Lines at Pitts- 
burgh, resigning in 1906 to accept an official position in the 
traffic department of the Standard Oil Company at New 
York. When the several departments of that company 
were reorganized in 1911 he resigned and shortly thereafter 
accepted the position he now occupies. Mr. Hurd was one 
of the first presidents of the Traffic Club of Pittsburgh, 
which is acknowledged the pioneer of traffic associations, 
in which the membership unites the freight traffic repre- 
sentatives of both railroad and industrial companies, and 
to him is largely accredited the organization of that club 
in 1902. At the last annual meeting of the National Indus- 
trial Traffic League he was elected a. member of the 
executive committee, and has also been appointed chair- 
man of the publicity committee of that organization. 
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TO IMPOSE ORE DOCK CHARGES 


Corrigan, McKinney & Co. of Cleveland, sales agen 
for the Colby Iron Mining Co., through their attorne 
Frank S. Masten, have filed a formal complaint wit 
the Interstate Commerce Commission, against the Mii 
neapolis, St. Paul & Sault Ste. Marie Railroad, protestin 
against the proposal to impose dock storage charges o 
iron ore from Wisconsin and Michigan points, includin 
Bessemer and Ironwood, Mich., Hoyt, Hurley, Iron Bel: 
and Upson, Wis., to Chicago, Milwaukee and Ashland 
Wis., Gladstone and Manistee, Mich. 

An altogether unusual situation exists from a 
nical point of ivew. The tariff, against which the protest 
is lodged, if not suspended by the Commission, will b« 
come effective on March 15. It is proposed, in place ot 
a tariff published on December 24 last and effective Jan 
uary 27 of this year, which named storage charges greate! 
than the ones named in the proposed supersessory tariff 
Of course, no ore has moved under the tariff which b« 
came effective in January, because navigation was closed 
before that tariff was filed, and remained closed 
after its: effective date. 

In the tariff which becomes effective March 15, th: 
rate igs retained at 40 cents per gross ton, with the fol 
lowing added for storage charges: “Storage in cars at 
dock yards, unloading from cars to docks, storage in 
docks and loading from docks to vessels, if loaded into 
vessels within ten days from arrival of cars at dock yards 
5 cents per gross ton. ; 

“When not loaded into vessels within 10 days, a 
storage charge (which will not accrue during the closed 
season of lake navigation, i. e., the interval between the 
departure of the last vessel and the arrival of the first 
vessel) for each day or fraction thereof after the first 
10 days, % cent per gross ton.” 

The before-mentioned tariff is to supersede one cai 
rying a storage charge of 5 cents per gross ton for thé 
first 10 days or fraction thereof and 5 cents per gross 
ton for each 10-day period thereafter or fraction thereof 
In other words, the tariff which is to go into effect on 
March 15 takes the place of what is known among rail 
road men as a “paper tariff’ because there has neve! 
been any movement of freight thereunder, and the late! 
tariff will carry a lower storage charge than the one it 
supersedes. 

The complaint says that the old rate of 40 cents 
ton, which has been in force for many years, yielded th« 
defendant a reasonable, if not excessive, revenue fo! 
the services performed. It further says that the pro 
posed additional charge for storage in cars, unloading 
and reloading, if the same shall become effective, wil] 
afford an excessive return and constitute an excessive 
unjust and unreasonable rate for the services performed 
The complaint further says that the 40-cent gross chargé 
between Bessemer and Ashland for lake shipment is a 
just and reasonable one, and the prayer is that the Com 
mission issue an order commanding its maintenance for 
a period of at least two years. 
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MADE PARTY DEFENDANT. 
By order of the Commission, under date of February 
19, but only made public on March 7, Geo. W. Vallery, 
receiver for the Colorado Midland, has been made an 
additional party deferdant in the matter of the complaint 
of the Milburn Wagon Co. against the Ann Arbor R. R. 
Co. et al., Docket No. 5369. 
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Decisions of Interstate Commerce Commission 


RATES ON LINSEED OIL 


|. & S. DOCKET NOS. 124 AND 124A OPINION NO. 2198 
(26 I. C. C. Rep., p. 265.) 


IN THE MATTER OF THE INVESTIGATION AND SUS- 
PENSION OF ADVANCES IN RATES BY CARRIERS 
FOR THE TRANSPORTATION OF LINSEED OIL 
FROM ST. PAUL, MINN., AND OTHER POINTS TO 
CHICAGO, ILL., KANSAS CITY, MO., AND OTHER 
POINTS. 

Submitted Jan. 15, 1913. Decided Feb. 10, 1913. 


The tariffs under suspension advance rates on linseed oil from 
St. Paul and Minneapolis to Chicago, Peoria, St. Louis and 
Missouri River cities and points beyond; from Milwaukee 
and Chicago to St. Louis and Springfield, lll, and between 
other points; Held, That with the exception of the rates 
from Des Moines, carriers have shown the proposed rates 
to be reasonable and that such rates should be allowed 
to become effective; and Held, further, That the proposed 
rates from Des Moines have not been justified and should 
be withdrawn. 


George T. Simpson, W. P. Trickett and Francis B. 
James for Minneapolis Civic & Commerce Association. 

E. G. Wylie and Fred W. Lehman, Jr., for Greater 
Des Moines Committee, Incorporated, and Ankeney Lin- 
seed Co. 

H. E. Ankeney for Ankeney Linseed Co. 

E. H. Hogueland and John Marshall for Kansas Pub- 
lic Utilities Commission. 

O. W. Dynes for Chicago, Milwaukee & St. Paul Rail- 
way Co. 

W. H. Bremner and F. M. Miner for Minneapolis & 
St. Louis Railway Co. 

John F. Finerty, Jr., for Great Northern Railway Co. 

R. G. Brown and W. F. Dickerson for Chicago, Rock 
Island & Pacific Railway Co. 

Briggs, Thygeson & Everall for Chicago Great West- 
ern Railroad Co. 

R. B. Scott and George H. Crosby for Chicago, Bur- 
lington & Quincy Railroad Co. 

A. H. Lossow for Minneapolis, St. Paul & Sault Ste. 
Marie Railway Co. 

W. D. Burr and J. B. Shean for Chicago, St. Paul, 
Minneapolis & Omaha Railway Co. 

Report of the Commission. 
McCHORD, Commissioner: 

The tariffs involved in this proceeding propose to 
advance the rates on linseed oil from St. Paul and Minne- 
apolis to Chicago, Peoria, St. Louis and Missouri River 
cities and points beyond; from Milwaukee and Chicago to 
St. Louis and Springfield, Ill., and between other points. 

The Civic & Commerce Association of Minneapolis 
filed protest against the proposed rates and by order of 
the Commission the operation of the tariffs was sus- 
pended and inquiry into the proposed advance instituted. 

Minneapolis attacks the proposed rates as unreason- 
able in themselves and discriminatory in that the increase 
will place it at a disadvantage as compared with other 
producing points. The advance is also opposed by the 
operators of a crusher at Des Moines, Iowa, and by the 
Kansas Utilities Commission, the former upon the ground 
of the alleged unreasonableness of the rates, and that 
Des Moines is placed at a disadvantage as compared with 
Minneapolis, while the latter complains of the entire 
adjustment to Kansas points. 

The adjustment of the rates from Minneapolis is the 


chief subject of this controversy, they being the con- 
trolling factor in the entire adjustment. The rate on 
linseed oil, carloads, in tanks or barrels, from Minneapolis 
to Chicago is proposed to be advanced 5 cents per 100 
pounds, and may be considered as representative of the 
entire advance, which is made upon the same general 
basis. The present rate is 10 cents and the proposed 
rate 15 cents, both being commodity rates. To points in 
central freight association territory, Ohio River points, 
and all destinations south the rates make on Chicago. 
As a rule no commodity rates are in effect from Chicago, 
the regular fifth-class rate, generally applicable to oil, 
applying. Commodity rates are in effect to a féw Ohio 
River points. As the rates to all of these points are 
based upon Chicago the increase in the rate to that 
point represents the advance to all such destinations. In 
other words, the existing commodity rate of 10 cents and 
the proposed commodity rate of 15 cents applying on 
local business to Chicago are the first factors in the com- 
bination for oil moving beyond. 

The testimony is conflicting as to the circumstances 
contributing to the establishment of the present rate 
from Minneapolis to Chicago. It is the claim of respond- 
ents that it was established as a war measure. Their 
testimony is that it was originally fifth class, but in 1901 
was reduced to 12% cents and in 1902 a further reduction 
to 10 cents was made, that rate having since prevailed. 
It is stated that the 10-cent rate was first established as 
a proportional rate to Chicago and Peoria, applying on 
business for beyond. Respondents state that since 1908 
repeated efforts have been made by various carriers to 
advance the rate, but that such efforts were not effectual 
until the proposed tariffs were issued. 


Linseed oil is a product of flaxseed. The production 
of flax follows the line of the newer lands, and as this 
line recedes so the growing of flax recedes. The produc- 
tion in Nebraska has decreased until it has reached a 
negligible quantity. In Iowa it has decreased from 2,282,- 
350 bushels in 1889 to 128,000 bushels in 1911, and Mis- 
souri and Kansas have practically ceased to be producers 
of flax. There have been increases in South Dakota, 
North Dakota and Minnesota, as well as in Montana, and 
at the present time these states, which are tributary to 
St. Paul and Minneapolis, practically make up the entire 
flax-producing territory of the United States. The testi- 
mony is that at the present time there is no crusher of 
flaxseed in operation at Kansas City and one with but 
small output at St. Louis. There is a small crusher at 
Des Moines, and one of minor capacity at Sioux City. At 
Superior, Wis., a small crusher is in operation. The bulk 
of the flaxseed shipped to Duluth is for reshipment by 
water to the lake ports. 

As a general rule oil takes fifth-class rates, which are 
materially higher than the rates proposed, notwithstanding 
the value of linseed oil is much in excess of that of other 
oils. From Minneapolis to Chicago, Peoria, Kansas City 
and Omaha the fifth-class rate applies on cottonseed oil, 
creosote oil, corn oil, petroleum, lard oil, rosin oil, fuel oil, 
gasoline, gas oil and naptha. These fifth-class rates have 
been in effect for a number of years and the showing is 
that they haye not been attacked as unreasonable. The 
proposed rate from Minneapolis to Chicago and Peoria is 
15 cents as compared with 20 cents on other oils, to St. 
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Louis 16 cents as compared with 21 cents, to Kansas 
City 164% cents as compared with 28 cents, and to Omaha 
15% cents as compared with 27 cents. With few excep- 
tions rates on linseed oil are fifth class in central freight 
association territory. The following table shows the 
present and proposed rates on linseed oil from Minne- 
apolis to points in central freight association territory, 
as well as the fifth-class rates from Minneapolis and from 
Chicago to those points: 
Rates on Linseed Oil, With Mileage. 


——From Minneapolis—— From Chicago. 


Fifth- Pres- Pro-  Fifth- 

class ent posed class 

Rate. Mile- Rate. Rate. Rate. Mile- 

To— Cents. age. Cents. Cents. Cents. age. 

Adrian, Mich. ..... pat 619 23 28 13 211 
Ann Arbor, Mich....28% 513 19 24 9 105 
Battle Creek, Mich...28% 571 21% 26% 11% 177 
Cincinnati, Ohio .....33% 693 22 27 *12 285 
Dayton, Ohio ........ 33% 675 22 27 14% 267 
Cleveland, Ohio ..... 33% 763 25 30 15 357 
Indianapolis, Ind, ...29 591 21% 26% 11% 183 
Jeffersonville, Ind.....33% 710 22 27 *12 302 
Crawfordsville, Ind...29 555 20% 25% 10% 147 


*Commodity rate. 

It will be noted that the fifth-class rate from Chicago 
to Adrian, Mich., a distance of 211 miles, is 13 cents, 
while the proposed rate from Minneapolis to the same 
point, 619 miles distant, is 28 cents and that the pro- 
posed charge for the haul from Minneapolis to Chicago, 
a distance of 408 miles, is only 2 cents higher than the 
fifth-class rate from Chicago to Adrian, a little more than 
half the distance. The fifth-class rate from Chicago to 
Cleveland, a distance of 357 miles, is 15 cents, which is 
the rate proposed from Minneapolis to Chicago. As has 
been stated, rates from Minneapolis to central freight 
association territory are made up of the commodity rate 
to Chicago plus the fifth-class rate beyond except in 
the few instances where there are commodity rates in 
effect from Chicago. 

In a comparison of the values of the different oils 
it was shown that at the time of the hearing linseed oil 
was worth 40 cents a gallon and that in 191i the price 
reached 85 cents; that gas-engine oil is worth about 18 
cents per gallon, kerosene 5% cents, car oil 19 cents, gas- 
oline 15 cents and crude oil 3.6 cents. Linseed oil is 
transported in tank cars and in barrels in ordinary box 
cars, the tank-car movement being about 60 per cent of 
the total. The average loading of a tank car is 53,000 
pounds, the value of which is said to be about $2,826. 
For transporting such a tank car from Minneapolis to 
Chicago, 408 miles, under the proposed rates the car- 
riers would receive $79.50. A box car loaded with linseed 
oil in barrels weighs 30,000 pounds and its value is about 
$1,500. For its transportation to Chicago the carriers 
propose a rate which would yield $45. It appears that an 
expedited movement is given linseed oil for the reason 
that shippers want time movement on the outgoing 
product and the carriers return the tank cars as 
quickly as possible, the supply being limited. On the 
tank cars which are furnished by the shippers, the 
carrier pay three-fourths of a cent a mile on both 
the loaded and empty movements. Such cars assigned 
for linseed oil movement cannot be used for the trans- 
portation of any other commodity and are always 
returned empty. Accordingly 816 loaded and empty 
car-miles must be made by defendants to earn a gross 
revenue of $79.50 under the proposed rates. To Cincinnati, 
693 miles from Minneapolis, the proposed rate is 27 cents 
and the revenue per tank car $143.10, to earn which a 
loaded and empty haul of 1,386 miles would be necessary. 
On box cars the percentage of empty to loaded movement 
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is said to be 27.1, and it is assumed that this is repr 
sentative of the box cars which transport oil. 


It is apparent that the conditions which existed a 
the time of the making of the 10-cent rate from Minne 
apolis to Chicago and corresponding rates to other point 
are not now present. Minneapolis no longer meets with 
competition from Kansas City or to an appreciable extent 
from St. Louis or Iowa points. The field of production 
has changed and is now entirely tributary to Minneapolis 
so that favorable rates can be secured at that point on 
the raw material. It appears from the record that prac- 
tically all of the oil consumed in Kansas comes from 
Minneapolis; that because of the relatively small produc- 
tion of linseed oil at Chicago the Minneapolis crushers 
are enabled to fix the price at that place, and that Min 
neapolis possesses decided advantage in the middle west. 
It is also shown by the record that on shipments of lin 
seed oil from Minneapolis and Minnesota Transfer during 
a period of six months from April to September, 1912, 
only 25 per cent of the tonnage was shipped to central] 
freight association territory, the bulk going to sections 
where there is practically no competition from the east. 

The Civic & Commerce Association of Minneapolis, 
at whose instance the tariffs were suspended, placed but 
little emphasis upon the claim that the proposed rates 
are unreasonable in themselves and apparently base their 
contention in that respect upon the fact that the present 
rates are of long standing. The opposition to the advance 
seems to be founded upon the idea that it will result in 
discrimination against the Minneapolis crushers in favor 
of those at lake ports, particularly those at Buffalo, from 
which no advances have been made. They state they are 
not concerned with the rate to Chicago proper, but will 
be seriously affected by the advances applied to other 
destinations which base on Chicago. Protestants lay 
stress on some of the rates per ton per mile from Minne- 
apolis as compared with Buffalo, alleging that for short 
hauls Buffalo is given lower per-ton-per-mile rates. The 
proposed rate of 28 cents, from Minneapolis to Louis 
ville, 715 miles, will yield a per-ton-mile revenue of 7.83 
mills, while from Buffalo to the same destination, 541 
miles, the rate of 14% cents yields a per-ton-mile revenue 
of 5.36 mills. It is true that as a general rule per-ton- 
per-mile revenue decreases with the increased distance, 
but this has application to hauls over the same line in 
the same direction and under similar conditions and at 
most is merely valuable for comparative purposes. It 
therefore does not follow that Buffalo and Minneapolis 
should take the same or relatively the same per-ton-per- 
mile rates to common territory, and no finding of dis- 
crimination could be predicated upon any showing in this 
respect appearing of record. 


The principal crushers of the United States are lo- 
cated at Minneapolis, Chicago, Toledo, Cleveland, Buffalo 
and New York. The output of those at Minneapolis, how 
ever, is almost equal to the entire output of the others, 
and it appears that the principal competition Minneapolis 
has to meet is that of the crushers located at Buffalo and 
New York City. The advantage which crushers located at 
Buffalo and other lake ports possess in central freight 
association territory is due to the low water rate on 
flaxseed, and whatever advantage they have in Texas 
and the southwest is due to the low rate on the lake and 
to a coastwise rate on the Atlantic on the finished prod- 
uct. The average rate from Duluth to Buffalo and inter- 
mediate points via the great lakes has been 1 cent a 
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bushel. The principal witness of the protestants testified 
that he considered the advance unreasonable chiefly for 
the reason that the raw material will continue to move 
from Duluth to Lake Michigan and Lake Erie ports at 
from 1 to 2 cents per bushel and that the eastern crush- 
ers own their raw material at Duluth and pay no greater 
price per bushel than do the crushers of Minneapolis. 

While admitting that the advantage which Buffalo 
and other points have is due primarily to the low rates 
on flax via the lakes, it is urged that that being the 
situation an increase such as is proposed, or any increase, 
would shut the Minneapolis crusher entirely out of central 
freight association and trunk line territoriés. We can 
consider relatively the rates on linseed oil from Minne- 
apolis and Buffalo, but we can not in this proceeding go 
back of that to the circumstances under which flaxseed 
reaches Buffalo, with a view of determining its effect upon 
the Minneapolis crusher. This Commission can equalize 
neither economic conditions nor natural advantages so 
as to place one market in a position to compete on equal 
terms with another. On this record we are not prepared 
to say that the respondents unjustly discriminate against 
Minneapolis in favor of Buffalo. 

It has been heretofore stated that Kansas receives 
practically all of its oil from Minneapolis. It is therefore 
principally interested in the Minneapolis rate and to a 
less extent in the Chicago rate. To all points in Kansas 
to which there are published through commodity rates 
from Minneapolis and Chicago, the rates are made up of 
the commodity rate to Kansas City plus the commodity 
or class rate beyond, and to points to which no through 
commodity rates are published a through fifth-class rate 
applies, in which no advance has been made. The advance 
in rates from Minneapolis and Chicago to points in Kan- 
sas where there are increases is due to the reflection of 
the proposed increase from those cities to Kansas City. 
The proposed rate from Minneapolis to Kansas City is 16% 
cents and from Chicago to Kansas City 15 cents, the 
reasonableness of which have been heretofore considered. 


In The Flaxseed Case, 25 I. C. C., 337, this Commis- 
sion fixed the rate on flaxseed from Minneapolis to Chi- 
cago at 10 cents, the rate having formerly been 714 cénts. 
This of itself argues for a higher rate on linseed oil, the 
finished product. 


We are of the opinion that with the exception of the 
rates from Des Moines carriers have shown the advanced 
rates to be reasonable and that such rates should be 
allowed to become effective. The order suspending such 
rates will, therefore, be vacated. 

The Des Moines rates present a different situation. 
The statement of respondents is that at the time of the 
preparation of the tariffs, effective July 1, 1912, Des 
Moines was a nonproducing point and particular attention 
was not given to the rate from that point; that they were 
not aware until the day of the hearing that a crusher 
was in operation at that point, and, therefore, were not 
prepared at that time for a specific defense of the advance, 
although it is claimed that the reasonableness of the pro- 
posed rates from Des Moines is covered by the general 
defense. We cannot concede that the data submitted in 
support of the Minneapolis rates demonstrates the reason- 
ableness of those from Des Moines. Minneapolis and Des 
Moines are distant from St. Louis 582 and 340 miles, 
respectively. These points are given the same rate, the 
present rate in both instances being 10% cents and the 
proposed rates 16 cents. The present rate from Des 
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Moines to Chicago, a distance of 358 miles, is 13.5 cents 
and the proposed rate 19 cents. The present and proposed 
rates from Minneapolis to Chicago, 408 miles, are 10 cents 
and 15 cents, respectively. 

It is the further contention of respondents that the 
relationship heretofcre existing between Minneapolis and 
Des Moines has been preserved under the proposed rates 
and that therefore the real complaint of the Des Moines 
crusher is against alleged discrimination existing under 
the present rates. They have signified their willingness 
and intention in the event the proposed rates are allowed 
to become effective, to give further consideration to the 
adjustment with a view of removing any inequalities that 
may exist. However, it is the unequivocal duty of carriers 
to justify proposed advances, and so far as the Des Moines 
rates are concerned that has not been done. It is doubt- 
less true that the Des Moines rates should bear some 
relation to the Minneapolis rates, but it is practically 
admitted by the respondents that the existing adjustment 
is not entirely fair to Des Moines. As the same relation 
is preserved in the proposed rates there might be some 
unjust discrimination against Des Moines even if we 
could conclude that the rates were otherwise reasonable. 
Under all the circumstances we are of the opinion that 
the burden cast upon them has not been met and that 
the advanced rates from Des Moines should be with- 
drawn, and this case will be retained upon the docket 
for an appropriate order in the event this is not promptly 
done. 

It appears that some advances from Des Moines will 
probably be necessary. Nothing said in this opinion shall 
be construed as estopping respondents from adjusting the 
Des Moines rates with the rates herein found to be 
reasonable from Minieapolis. 





ORDER. 

It appearing, That on June 21, 1912, the Commission 
entered upon an investigation concerning the propriety 
of the advances and the lawfulness of the rates, charges, 
regulations and practices stated in schedules contained 
in the following tariffs: 

W. H. Hosmer, agent, supplement No. 42 to I. C. C. 
No. A-65, supplement No. 11 to I. C. C. No. A-243, supple- 
ment No. 8 to I. C. C. No. A-244, supplement No. 5 to 
I. C. C. No. A-258, supplement No. 1 to I. C. C. No. A-286, 
I C. C. No. 304, supplement No. 64 to W. T. L., I. C. C. 
No. 457, supplement No. 89 to W. T. L., I. C. C. No. 648, 
I. C. C. No. A-302, supplement No 7 to I. C. C. No. A-260, 
supplement No. 2 to I. C. C. No. A-282, and supplement 
No. 5 to Chicago, Burlington & Quincy Railroad Co., I. C. 
C. No. 10465; 

It further appearing, That on July 16, 1912, the Com- 
mission entered upon an investigation concerning the 
propriety of the advances and the lawfulness of the rates, 
charges, regulations and practices stated in schedules 
contained in the following tariffs: 

W. H. Hosmer, agent, supplement No. 43 to I. C. C. 
No. A-65, supplement No. 9 to I. C. C. No. A-244, supple- 
ment No. 6 to I. C. C. No. A-258, and I. C. C. No. A-313; 

It further appearing, That on Sept. 30, 1912, the 
Commission entered upon an investigation concerning the 
propriety of the advances and the lawfulness of the rates, 
charges, regulations and practices stated in schedules con- 
tained in the following tariffs: 

W H. Hosmer, agent, supplement No. 48 to I. C. C. 
No. A-65, supplement No. 15 to I. C. C. No. A-244, sup- 
plement No. 16 to I. C. C. No. A-244, supplement No. 17 
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to I. C. C. No. A-244, supplement No. 8 to I. C. C. No. 
A-258, supplement No. 10 to I. C. C. No. A-258, supplement 
No. 11 to I. C. C. No. A-258, supplement No. 9 to I. C. C. 
No A-286, supplement No. 2 to I. C. C. No. A-304, supple- 
ment No. 6 to I. C. C. No. A-313, supplement No. 7 to I. C. 
C. No A-313, supplement No. 8 to I. C. C. No. A-313, 
I. C. C. No. A-334, supplement No. 67 to W. T. L., I. C. C. 
No. 457, supplement No. 68 to W. T. L., I. C. C. No. 457, 
and supplement No. 91 to W. T. L., I. C. C. No. 648; 


It further appearing, That on Sept. 30, 1912, the 
operation of schedules contained in the following tariffs 
was further suspended until April 29, 1913: 


Supplement No. 5 to Chicago, Burlington & Quincy 
Railroad Co. tariff I. C. C. No. 10465, W. H. Hosmer, agent, 
supplement No. 8 to I. C. C. No. A-244, supplement No. 9 
to I. C. C. No. A-244, supplement No. 2 to I. C. C. No. 
A-282, I. C. C. No. A-302, I. C. C. No. A-304, and I. C. C. 
No. A-313. 


It further appearing, That on Feb. 1, 1913, the Com- 
mission entered upon an investigation concerning the pro- 
priety of the advances and the lawfulness of the rates, 
charges, regulations, and practices stated im schedules 
contained in the following tariffs: W. H. Hosmer, agent, 
supplement No. 22 to I. C. C. No. A-244, supplement No. 23 
to I. C. C. No. A-244, supplement No. 12 to I. C. C. No. 
A-258, supplement No. 8 to I. C. C. No. A-304, I. C. C. 
No. A-347, supplement No. 9 to I. C. C. No. A-347, I. C. C. 
No. A-352, I. C. C. No. A-357, I. C. C. No. A-387, and sup- 
plement No. 70 to W. T. L., I. C. C. No. 457; 


It further appearing, That on Feb. 1, 1913, the opera- 
tion of schedules contained in the following tariffs was 
further suspended until Aug. 26, 1913: W. H. Hosmer, 
agent, supplement No. § to I. C. C. No. A-258, I. C. C. No. 
A-334, and supplement No. 91 to W. T. L, I C. C. 
No. 648; 


And it further appearing, That a full investigation of 
the matters and things involved having been had, and the 
Commission having, on the date hereof, made and filed 
a report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and 
made a part hereof: 


It is ordered, That the carriers respondents herein 
and named in said orders of suspension be, and they are 
hereby, notified and required to cancel, on or before 
April 20, 1913, so much of the schedules specified in said 
orders of suspension or reissues of said schedules as 
name increased rates from Des Moines, Iowa. 


It ig further ordered, That as to all rates other than 
those from Des Moines, Iowa, named in said schedules 
the orders of suspension hereinbefore entered be, and 
they are hereby, vacated and set aside. 


REFUSES REHEARING 
CASE NO. 3769 OPINION NO. 2199 
(26 I. C. C. Rep., P. 272.) 
PUBLIC SERVICE COMMISSION OF WASHINGTON 
VS. NORTHERN PACIFIC RAILWAY CO. ET AL. 


Decided Jan. 6, 1913. 


Petition for rehearing herein denied and an order entered in 
accordance with the views announced by the Commission in 
its original report. 


J. D. Armstrong for Great Northern Railway Co. 
Stephen V. Carey for complainant. 
Report of the Commission on Petition for Rehearing. 
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HARLAN, OMMISSIONER: 

The original report of the Commission in this mai 
ter will be found in 23 I. C. C., 256. It is again befor: 
us on the petition of the Great Northern Railway Co. 
for a rehearing. Although it submitted its case to us 
for decision without explaining its interest in the mat 
ter by filing a brief, that company comes forward now, 
after the case has been disposed of, and asks for a 
opportunity to present an argument. It is not proper 
that carriers should add to the complexity and multi 
plicity of our labors in this manner; nevertheless w: 
have again -gone over the record in the light of th: 
petition for rehearing and of the suggestions filed in 
support of it. 


The facts of the case fully appear in our origina! 
report. Briefly restated, the record shows that the rails 
by which South Tacoma is connected with Tacoma 
belong to the Northern Pacific, but are used under track 
age arrangements by the Great Northern and the 
Puget Sound division of the Chicago, Milwaukee & St. 
Paul. It is expressly agreed, however, that all traffic 
of the latter lines moving to or from South Tacoma 
through Tacoma shall be handled for them between 
those points by the Northern Pacific. The rates of the 
Northern Pacific on its interstate traffic to and from 
Tacoma are, and for many years have been, applicable 
also on its interstate traffic to and from South Tacoma 
which is within the municipal limits of Tacoma and 
within the switching limits of the Northern Pacific 
Prior to Jan. 15, 1910, the Great Northern, on certain 
specified traffic, absorbed the switching charges of the 
Northern Pacific to and from points on the latter's 
rails in South Tacoma as well as in Tacoma proper; 
that is to say, on that traffic the rates of the Great 
Northern to and from Tacoma were made applicable 
also on its traffic to South Tacoma, the switching 
charges of the Northern Pacific being paid by the 
Great Northern out of the rate. With respect to other 
commodities, the Great Northern did not absorb the 
switching charges of the Northern Pacific either at 
Tacoma or at South Tacoma; such charges, ranging 
from “$2.25 to $5.50, were assessed in addition to the 
rates of the Great Northern, and the shipper was re- 
quired to pay them. A substantially similar rate situa- 
tion was in effect on the South Tacoma traffic of the 
Puget Sound line. 


On the date last mentioned the Northern Pacific 
withdrew its switching tariffs on state and interstate 
traffic moving between Tacoma and South Tacoma and 
substituted a rate per 100 pounds, making a charge 
for the service ranging from $6 to $10 per car. The 
effect of this tariff was to exclude South Tacoma from 
its Tacoma switching district and to impose the addi- 
tional rate burden upon all traffic moving between the 
two districts. This action was promptly followed by 
a complaint to the state commission for a restoration 
of through routes and joint rates between South Tacoma 
and other points within the state of Washington. The 
relief granted by the local authorities on state traffic 
is explained in our original report. Thereupon the 
state commission filed with this Commission a com- 
plaint praying for the same relief respecting interstate 
traffic; and, after a careful consideration of the facts 
adduced of record, we reached the conclusion that the 
disposition made of the situation by the state commis- 
sion respecting state traffic afforded a reasonable basis 
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for the solution of the controversy respecting inter- 
state traffic. But as the only brief filed with us indi- 
cated that the defendant carriers would accept such an 
adjustment, if we regarded it as reasonable, no order 
was thought to be necessary to give effect to our find- 
ings, it being the expectation that the defendant lines 
would at once file tariffs in accordance with our con- 
clusion without an order. The Northern Pacific has, in 
fact, pursued that course. But its codefendants, the 
Great Northern and the Puget Sound division of the 
St. Paul, have not. The Great Northern has taken 
the order of the state commission into the state 
courts, where it is now pending on some technical as- 
pects of the matter, as we are advised. We are in- 
formed that the St. Paul will join in the appeal, 
although it has not asked for a rehearing of the pro- 
ceeding before this Commission nor expressed any dis- 
satisfaction with the conclusions announced in our 
report. 

In disposing of the issue before us, this Commis- 
sion, as stated, substantially followed, with respect to 
interstate traffic, the adjustment required of the de- 
fendants by the state commission on state traffic. But 
we accepted that disposition of the matter, not because 
the state commission had reached that conclusion 
respecting state traffic, but because we thought the 
through charges resulting from the exclusion of South 
Tacoma from the Tacoma switching district were ex- 
cessive and that any joint rates on interstate traffic 
to and from South Tacoma in excess of the differential 
over the Tacoma rates proposed by the state commis- 
sion on state traffic would be unreasonable. That being 
the judgment of this Commission, we see no reason 
why its conclusions should not now be made effective, 
nor any reason why we should refrain from making 
an order until the issue pending in the state courts 
respecting state traffic shall have been passed upon. 
We think it apparent that much of the trouble under- 
lying the situation is the inability of the Northern 
Pacific and its codefendants to agree upon the divisions 
of the joint through rates which we here require to be 
established by them. That question however is not now 
before us. 


The petition of the defendant Great Northern 
Railway Co. for rehearing is denied and-an order will 
be entered in accordance with the views announced 
by the Commission some months ago. Traffic moving 
from southern interstate points to South Tacoma has 
not been considered in this report inasmuch as the 
record does not disclose the conditions under which 
such traffic is handlad. 





ORDER. 

This case being at issue upon complaint and an- 
swers on file, and having been duly heard and submitted 
by the parties, and full investigation ofgthe matters and 
things involved having been had, and the Commission 
having, on April 1, 1912, made and filed a report con- 
taining its findings of fact, and conclusions thereon, 
which said report is made a part hereof; and after 
consideration of the petition for rehearing: 

It is ordered, That the petition for rehearing be, 
and it is hereby, denied. 

It is further ordered, That the above-named de- 
Iendants, as they participate in the traffic, be, and 
they are hereby, notified and required to cease and 
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desist, on or before April 15, 1913, and for a period of 
two years thereafter to abstain, from charging, demand- 
ing, collecting, or receiving their present carload rates 
for the transportation of traffic between interstate points 
and South Tacoma, Wash., where they conflict with the 
basis established in the succeeding paragraph hereof. 

And it is further ordered, That said defendants, as 
they participate in the traffic, be, and they are hereby, 
notified and required, on or before April 15, 1913, upon 
notice to the Interstate Commerce Commission and the 
general public by not less than five days’ filing and 
posting in the manner prescribed in section 6 of the Act 
to Regulate Commerce, and for a period of two years 
after the said April 15, 1913, to maintain, and apply 
to the transportation of traffic in carloads between 
interstate points and South Tacoma, Wash., over the 
lines of the Northern Pacific Railway Co. and either 
one of the other defendant carriers herein joint through 
rates which shall not exceed those named in the fol- 
lowing basis: Where under the tariffs of the Great 
Northern Railway Co., or of the Oregon-Washington 
Railroad & Navigation Co., or of the Chicago, Milwaukee 
& Puget Sound Railway Co., the particular company, as 
the case may be, absorbs the switching charges for 
switching carloads of freight to or from industries on 
the tracks of the Northern Pacific Railway Co. in 
Tacoma, Wash., the rates to or from South Tacoma 
shall be the published rates of the Great Northern 
Railway Co., or of the Oregon-Washington Railroad & 
Navigation Co., or of the Chicago, Milwaukee & Puget 
Sound Railway Co., as the case may be, between 
Tacoma and interstate points on each of said last-men- 
tioned lines; and where such Tacoma switching charges 
are not so absorbed by said defendants, the joint rates 
to or from South Tacoma shall be their established 
rates between interstate points on such lines and 
Tacoma plus a sum not exceeding $5 per car; provided 
that on traffic moved by said defendants between their 
various interstate junction points with the Northern 
Pacific Railway and South Tacoma, the joint rates shall 
be the published rates between such junction points plus 
the local rate of the Northern Pacific Railway Co. be- 
tween Tacoma and South Tacoma. 


CONDEMNS GRANITE RATE 


CASE NO, 4669 OPINION NO. 2200 
(26 I, C. C. Rep., P. 275.) 
JOE C. SIMS VS. MONTPELIER & WELLS RIVER RAIL- 
ROAD ET AL. 


Submitted July 6, 1912. Decided Feb. 10; 1913. 


Rate charged for the transportation of granite and stone blocks 
or slabs from Louisville, Ky., to Lebanon, Ky., as a part 
of the through rates from Barre, Vt., and Bedford, Ind., 
found unreasonable. Reparation awarded on two shipments 
from Barre, Vt. 


John McChord for complainant. 
William A. Northcutt and William G. Dearing for 
Louisville’ & Nashville Railroad Company. 


Report of the Commission. 


BY THE COMMISSION: 

Complainant is engaged at Lebanon, Ky., in the pur- 
chase, shipment and manufacture of rough and dressed 
marble, granite and stone, monuments, etc. His complaint, 
filed Feb. 8, 1912, brings in issue defendants’ rates on 
rough granite from Barre, Vt., and on rough and sawed 
stone from Bedford, Ind., to Lebanon, which are alleged to 
be unjust and unreasonable. Reparation is asked on two 
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carloads shipped from Barre on June 12 and June 29, 1911, 
respectively, On the first car, which moved via Louisville, 
Ky., the Louisville combination of 26 cents per 100 pounds 
was charged, complainant paying $136.24 on a weight of 
52,400 pounds. The second car, weighing 75,000 pounds, 
was misrouted by the Boston & Maine Railroad via the 
Cincinnati (Ohio) gateway, and charges were collected 
in the sum of $202.50 on a rate of 27 cents per 100 pounds. 
The misrouting was admitted by the carrier in question, 
and the difference of 1 cent per 100 pounds has been re- 
funded to complainant. 

There were, and are, no joint rates on granite and stone 
from Barre to Lebanon, nor are there joint rates from 
Bedford to Lebanon via the routes here involved. The 
shipments from Barre consist of rough quarried or sawed 
granite blocks, agreed to be of value not in excess of 
20 cents per cubic foot. On such shipments the through 
rate is 26 cents per 100 pounds, made up of a commodity 
rate of 18 cents, Barre to Louisville, and the Louisville & 
Nashville local mileage class-N rate of 8 cents beyond. 
From Bedford the shipments consist of sawed stone blocks 
or slabs, valuation restricted to 20 cents per cubic foot, 
and the through rate is made up of a proportional com- 
modity rate of 4% cents per 100 pounds to Louisville plus 
the Louisville & Nashville class-N rate of 8 cents beyond. 

The hearing of the case developed that complainant 
questions the reasonableness of the rate of 8 cents, Louis- 
ville to Lebanon. 

The distances are: Barre to Louisville, 1,166 miles; 
Bedford to Louisville, 78 miles; and Louisville to Lebanon, 
67 miles. The official classification governing rates from 
Barre and Bedford to Louisville provides: 


Class. 
Marble, granite, jasper, onyx and stone, not otherwise 
specified, artificial or natural (subject to note): 
Blocks, slabs or pieces; rough-quarried, sawed, ham- 
mered, chiseled or dressed (not polished), carload.... 6 


Curbing, flagging, paving, not otherwise specified, and 


rubble; carload, minimum weight, 40,000 pounds.... 6 
Stone, crushed; carload, minimum weight, 40,000 
Dt “ht sp Scaktentanssieeok sop stad csPKGoeasaaecwdnd 6 


(Note—Marble, granite, jasper, onyx and stone, not other- 
wise specified, less than carload, requiring flat or gondola car 
will be subject to minimum charge of 40,000 pounds at first- 
class rate for each shipment.) 


and the present southern classification governing rates 
south of Louisville provides: 


Class. 
Marble and granite (other than gravestones, tombstones, 
monuments or parts thereof), viz.: 
Blocks, or slabs, marble, slate, granite or stone, pol- 


ished or carved, wholly or in part, in boxes or crates, 


ee RO ol il anand wk bia db ey Mma’ ees lea o¥ere 4 
Same, carload, minimum weight, 30,000 pounds.......... 6 
Blocks or slabs, marble, slate, granite or stone, rough- 

quarried or sawed, in packages or loose, sand-rubbed 

(or slushed), hammered or chiseled, in boxes or crates, 

Be Se IIE FE Wikis sie S no's bob Ke caninscniea cdeiciceces 6 
Same, carload, minimum weight, 30,000 pounds........ A 
Marble or granite, all kinds, not otherwise specified. . 1 
Crushed ‘granite, less than carload...............eeee0:- 6 
Same, carload, minimum weight, 30,000 pounds........ A 


These, however, are subject to note 28, the local ex- 
ceptions of the Louisville & Nashville Railroad, which 
contains the following: 


Marble and granite: 

Blocks or slabs (marble or granite), 
sawed, sand-rubbed (or slushed), agreed to be of 
value of 20 cents per cubic foot, unpacked, or boxed 
or crated, carload, minimum weight, 30,000 pounds... N 

Stone, rough: 

Rough- quarried blocks, rough-sawed, sand-rubbed 
(slushed) slabs, blocks or columns, floor tiling, build- 
ing stone for exterior of buildings, agreed to be of 
value of 20 cents per cubic foot and so receipted for, 
carload, minimum weight, 40,000 pounds............., N 


In addition, the Louisville & Nashville Railroad pub- 
lishes a local commodity rate of 4 cents per 100 pounds, 
Louisville to Lebanon, applicable on stone, rough-quarried, 
broken, crushed, rubble and ballast, which is specifically 
stated not to apply on stone, sawed, sand-rubbed or 


Class. 
rough-quarried, 


THE TRAFFIC WORLD 





Vol. XI, No. 11 


slushed, slabs, blocks or columns, floor tiling, or build 
stone for exterior of buildings. 

The standard sixth-class rates from Barre and BHed- 
ford to Louisville are 24 cents and 9 cents, respectively, 
and class A, Louisville to Lebanon, is 26 cents. There is 
also a commodity rate of 6% cents, Bedford to Louisville 
proper, the proportional rate of 4% cents applying on 
traffic for beyond. 

The Louisville & Nashville in excepting granite and 
stone blocks and slabs from the southern classification and 
applying its local class-N rating virtually established a 
commodity rate 69.3 per cent less than the southern clas- 
sification class-A rate. At the same time rough-quarried 
common stone, not blocks or slabs, are transported at a 
rate 50 per cent less than class N. It will also be seen 
that the commodity rate of 18 cents, Barre to Louisville, 
is 75 per cent of the class rate and the proportional com- 
modity rate from Bedford to Louisville is 50 per cent of 
the class rate. Some question is raised as to the reason- 
ableness of the provisions of the southern classification 
and the Louisville & Nashville Railroad’s exceptions 
thereto, but no evidence was adduced warranting a finding 
in this respect. 

Complainant’s contention is that as no differences in 
value are recognized in the classification as between rough 
or sawed stone or granite blocks or slabs and crushed or 
broken stone or granite, the rate on rough or sawed 
blocks and slabs south of Louisville should not exceed 
4 cents, the rate applied to rough or crushed stone and 
ballast. He further contends that a rate of 8 cents for 
67 miles is out of all proportion to the rates of 18 cents 
for 1,166 miles, and 4% cents for 78 miles, The per-ton- 


go 


per-mile revenues accruing from these rates are, 
respectively: 

; Mills 
en «Din « Bi Ss 046 6b Scale ok URS Se SDN Wc Oe ekeT os ss 
I 0. SE io tite gd i cia ele 6g et a ah eas Site tae 0 ll 
Se OO Mae ales vcdhes hub kebcsebedberececscratec 24 


Defendant Louisville & Nashville Railroad, by va- 
rious exhibits, shows that the Louisville to Lebanon rate 
compares favorably with its local rates on these commodi- 
ties in other sections and with the local rates of other lines 
for equal-distant hauls in both southern and New England 
territories, and calls attention to the well-understood dif- 
ference between the transportation conditions and density 
of population, railroad mileage and traffic north and south 
of the Ohio River, 

We are convinced that the rate complained of for the 
transportation of a low-grade heavy commodity, such as 
unfinished stone or granite, is excessive and unreasonable. 

Our conclusion is, and we so find, that a just and rea- 
sonable rate for the transportation of granite or stone 
blocks or slabs, rough-quarried or sawed, sand-rubbed (or 
slushed), hammered or chiseled, in carloads from Louis- 
ville to Lebanon, as applied to through traffic from Barre, 
Vt., or Bedford, Ind., should not exceed 5% cents per 100 
pounds. Defendant Louisville & Nashville Railroad will 
be required for the future to maintain a rate not in 
excess thereof. 

We further find that the complainant made the ship- 
ments in accordance with the above statement of facts 
and paid charges thereon at the rate found herein to 
have been unreasonable; that complainant has been dam- 
aged to the extent of the difference between the amount 
which it did pay and the amount which it would have 
paid at the rate above found reasonable; and that it is 
therefore entitled to an award of reparation from the 
Louisville & Nashville Railroad Co. in the sum of $31.85, 
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with interest from October 12, 1911, on the basis of our 


conclusion, An order will be entered accordingly. 





ORDER, 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things in- 
volved having been had, and the Commission having, on 
the date hereof, made and filed a report containing its 
findings of fact and conclusions thereon, which said report 
is hereby referred to and made a part hereof: 

It is ordered, That defendant Louisville & Nashville 
Railroad Co. be, and it is hereby, notified and required, 
on or before May 1, 1913, to cease and desist, and for a 
period of two years thereafter to abstain, from charging, 
demanding, collecting, or receiving their present rate for 
the transportation of granite or stone blocks or slabs, 
rough-quarried or sawed, sand-rubbed (or slushed), ham- 
mered or chiseled, in carloads from Louisville, Ky., to 
Lebanon, Ky., as applied to through traffic from Barre, 
Vt., or Bedford, Ind., which rate is found in said report 
to be unreasonable. 

It is further ordered, That defendant Louisville & 
Nashville Railroad Co. be, and it is hereby, notified and 
required to establish, on or before May 1, 1913, upon 
notice to the Interstate Commerce Commission and to 
the general public by not less than five days’ posting and 
filing in the manner prescribed in section 6 of the Act to 
regulate commerce, and for a period of two years, from 
May 1, 1913, to maintain and apply to the transportation 
of granite or stone blocks or slabs, rough-quarried or 
sawed, sand-rubbed (or slushed), hammered, or chiseled, 
in carloads from Louisville, Ky., to Lebanon, Ky., as ap- 
plied to through traffic from Barre, Vt., or Bedford, Ind., 
a rate not in excess of 5% cents per 100 pounds, which 
rate is found in said report to be reasonable. 

And it is further ordered, That defendant Louisville 
& Nashville Railroad Co. be, and it is hereby, authorized 
and directed, on or before May 1, 1913, to pay unto com- 
plainant, Joe C. Sims, the sum of $31.85, with interest 
thereon at the rate of 6 per cent per annum from October 
12, 1911, as reparation on account of a rate charged 
for the transportation of granite or stone blocks in car- 
loads from Louisville, Ky., to Lebanon, Ky., as applied to 
through traffic from Barre, Vt., or Bedford, Ind., which 
rate so charged has been found by this Commission to 
have been unreasonable, as more fully and at large ap- 
pears in and by said report of the Commission. 


PEPPER MAY TAKE SECOND CLASS 


CASE NO. 3991 OPINION NO. 2201 
(26 I. C. C. Rep., P. 279.) 


TONE BROTHERS VS. ILLINOIS CENTRAL RAIL- 
ROAD CO. ET AL. 


Submitted Oct. 14, 1912. Decided Feb. 4, 1913. 


Classification of pepper in second class in any quantity under 
Western Classification not found to be unreasonable or un- 
duly discriminatory. 


Guernsey, Parker & Miller for complainant. 

A. P. Humburg for Illinois Central Railroad Co. 

W. F. Dickinson and Wallace T. Hughes for Chi- 
cago, Rock Island & Pacific Railway Co. and St. Paul 
& Des Moines Railroad Co, 
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Report of the Commission. 
CLEMENTS, COMMISSIONER. 
Complainant is engaged at Des Moines, Iowa, in 


the wholesale jobbing of coffees, teas, spices, flavoring 
extracts, and baking powder. The pepper complainant 
uses is received from New York in berry form, ground 
at Des Moines, and sold, packaged for retail, to deal- 
ers throughout many of the _ states west of 
the Mississippi River. Under the official classification, 
which is applicable as far west as the Mississippi River, 
pepper is rated fourth class in carloads and second class 
in less-than-carload quantities. For the portion of the 
haul from the Mississippi River to Des Moines the 
western classification prevails, under which pepper is 
rated second class, any quantity. It is alleged in the 
petition, which names as defendants only the carriers 
participating in the haul west of the river, that the 
classification of pepper in second class, any quantity, 
under the western classification is unreasonable because 
no special provision is made for shipments in carloads, 
as there is east of the river. The praper in this respect 
is therefore that pepper in carloads be rated not higher 
than fourth class under the western classification. 


The through rate on pepper from New York to Des 
Moines is made by combination of proportional class 
rates to and from the Mississippi River. The second- 
class proportional rate west of the river, applicable on 
pepper from the east is 30 cents, and this rate is alleged 
to be excessive as applied to this commodity. The 
prayer with respect to the specific amount of the rate 
on pepper for that part of the haul west of the river 
is that it shall not exceed 9.9 cents in carloads and 
18.8 cents in less than carloads. Reparation in the 
total sum of $228.18 is asked on four shipments of 
pepper and spices (which take the same rate) received 
by complainant from New York during the two years 
immediately preceding the filing of complaint. 


At the hearing complainant explained that the pri- 
mary object of the proceeding was to obtain a lower 
rate in cents per 100 pounds on pepper, especially in 
carloads, and that it was immaterial to it whether this 
was accomplished by a change in the classification of 
pepper, by a reduction in the present second-class rate 
as a whole, or by the establishment of a commodity 
rate. As a matter of fact, the classification feature 
of the complaint was practically abandoned at the 
hearing and complainant’s testimony directed to an 
alleged undue discrimination in rate against Des Moines 
in favor of St. Paul, Winona, La Crosse, and other 
Minnesota jobbing points, complainant asserting that, 
whereas pepper in carloads from New York to St. Paul 
moves under the fourth-class rate of 53 cents under 
the official classification, the through rate on pepper in 
carloads from New York to Des Moines is 71 and 67 
cents via the standard and differential routes, respec- 
tively, for practically the same distance, the rates being 
made by combining the fourth-class rates of 41 and 
37 cents to the Mississippi River with the second-class 
rate of 30 cents, any quantity, referred to, beyond. 
The through rate on less-than-carload shipments from 
New York to Des Moines is $1.06 via the standard 
route and 98 cents via differential routes, made by com 
bination of this 30-cent rate west of the river with 
the standard and differential rates of 76 and 68 cents, 
respectively, east of the river. 

The second-class proportional rate of 30 cents from 
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the Mississippi River to Des Moines was fixed as a 
maximum by the Commission in Greater Des Moines 
Committee vs. C. R. I. & P. Ry. Co., 17 I. C. C., 54, and 
the present proportional class rates as a whole from 
the Mississippi River to interior Iowa points, including 
Des Moines, applicable on traffic from the east, are 
now under consideration in complaints brought before 
this Commission by the state of Iowa and other com- 
plainants. It therefore follows that if pepper is properly 
classified as second class, any quantity, under the western 
classification it will be unnecessary in this proceeding 
to pass upon the reasonableness of the second-class 
proportional rate for that portion of the through haul 
performed west of the river, as that question will be 
determined in the cases referred to. We shall in this 
case look, therefore, only to the question of the classi- 
fication of this commodity. 


At the hearing complainant stated that its claim 
for a lower rate was not based upon the relative value 
and character of pepper as compared with other articles 
included in the second and other classes under either 
the western or official classifications, and no testimony 
dealing with the specific question of classification was 
offered. The complaint seems to be based mainly upon 
the fact that because a carload rating is given in the 
official classification it should likewise be accorded in 
the western, a proposition advanced but unsupported 
by evidence. Another fact dwelt upon is that a car- 
load commodity rate was formerly in effect to Des 
Moines, but this contention, too, finds support only in 
its mere statement without any evidence bearing upon 
the conditions of its establishment, cancellation, or the 
relative conditions obtaining now. When the record is 
analyzed in its evidence and the allegations upon which 
complainant stands the specific fact upon which com- 
plainant practically rests its case is the lower rate to 
St. Paul under the different rating of pepper in the 
official and western classifications. And in this con- 
tention there is a departure from the theory of the 
complaint which attacks only the rate west of the 
river, as a basis for the contention, nevertheless com- 
pares the total charge from New York to St, Paul with 
the total rate from New York to Des Moines. 


Confining our attention to the case as presented by 
the pleadings, which question only the second class 
proportional rate west of the Mississippi River, we. do 
not feel justified upon this record in disturbing the 
present classification of pepper under the western classi- 
fication applicable to that part of the through haul from 
the east. A carload of this commodity is worth about 
east. A carload of this commodity is worth about 
$5,000. 
six carloads of the commodity a year. Considering these 
factors of value and volume of tonnage, which are 
important to be considered in determining the advisi- 
bility and necessity of establishing a commodity rate, 
we are constrained to hold that we are not warranted, 
in the absence of other impelling circumstances, in re- 
moving pepper from the classification and establishing 
a commodity rate applicable either to carload or less- 
than-carload quantities. The second-class proportional 
rate itself, applicable west of the river on pepper, 
being, as stated, involved in other proceedings before 
the Commission, we deem it inappropriate and unneces- 
sary to deal with that question here. 


The complaint will be dismissed. 
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BICYCLE RATE STANDS 
CASE NO. 4087 OPINION NO. 2202 
(26 I. C. C. Rep., P. 282.) 
DAVIS SEWING MACHINE CO. VS. PITTSBURGH, 
CINCINNATI, CHICAGO & ST. LOUIS RAILWAY 
CO. ET AL, 


Submitted Nov. 9, 1912. Decided Feb. 3, 1913. 


Complainant assails an advance in the rating from second clas: 
to first class made July 1, 1910, on bicycles in carloads from 
Dayton, Ohio, to Chicago, Ill. Upon rehearing, Held, That de- 
fendants have justified the advanced rate. Decision in 22 
I. C. C., 291 reversed. Complaint dismissed. 


Collett & Hutchinson for complainant. 

A. P. Burgwin and James Stillwell for Pittsburgh, 
Cincinnati, Chicago & St. Louis Railway Co. and Penn- 
sylvania Railroad Co. 

D. P. Connell for Lake Shore & Michigan Southern 
Railway Co.; Pittsburgh & Lake Erie Railroad Co 
Lake Erie & Western Railroad Co.; and Chicago & Erie 
Railroad Co. 

William A. Eggers for Baltimore & Ohio Railroad 
Co.; Baltimore & Ohio Southwestern Railroad Co.; 
and Cincinnati, Hamilton & Dayton Railway Co. 
Report of the Commission on Petition for Rehearing. 
BY THE COMMISSION: 

Effective July 1, 1910, the rating in official classifi 
cation on bicycles in carloads was advanced from sec 
ond class to first class. From Dayton, Ohio, to Chicago, 
Ill, the first-class rate is 38% cents and the second- 
class rate is 33 cents per 100 pounds. By petition, 
filed May 8, 1911, complainant assailed the first-class 
rate as applied to bicycles in carloads from Dayton to 
Chicago as unreasonable, and asked reparation on cer 
tain shipments over the line of the Pittsburgh, Cin- 
cinnati, Chicago & St. Louis Railway Co., the only 
carrier named as defendant. The matter was duly 
heard and the Commission held that the advance had 
not been justified, 22 I. C. C. 291. Jan. 8, 1912, an 
order was entered requiring the defendant to cease 
and desist from charging in excess of its second-class 
rate on bicycles in carloads from Dayton to Chicago 
and reparation was awarded. Subsequently, the de 
fendant filed a petition for rehearing and petitions were 
filed by certain other carriers in official classification 
territory, asking that they be allowed to intervene 
Thereupon the Commission set aside the order of Jan 
8, 1912, granted a rehearing, and allowed the petitions 
for intervention. The case was reheard accordingly 
and additional testimony was submitted by both the 
defendant and the interveners. 


The facts disclosed by the first hearing are set 
forth in our former report, supra. From the evidenc: 
submitted upon the rehearing it appeared that prio! 
to Jan. 1, 1903, bicycles were rated in official classifi 
cation at one and one-half times first class, any quan 
tity. On that date a carload rating of first class was 
established, with a minimum weight of 10,000 pounds. 
Jan. 1, 1904, the carload rating was reduced to second 
class, and so remained until July 1, 1910, when it 
was advanced to first class. The reductions of 1903 
and 1904 are said to have been made at the request 
of some of the large manufacturers, chiefly because of 
the low price for bicycles which then prevailed. In its 
earlier history the bicycle industry increased in magni- 
tude and importance until about the year 1899; when 
the highest point was reached. From that time there 
was a gradual and continuous decline until about 1903, 
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when the business reached its lowest point. Since 
1903 there has been substantial improvement; the vol- 
ume of movement has increased and prices have ad- 
v inced, 

It was testified upon rehearing that for a number 
of years past the carriers in official classification ter- 
ritory have had to face increased transportation ex- 
penses, and in view thereof have endeavored to increase 
their revenues. Special reasons for the advance of 
bicycles from second to first class were stated to be, 
first, that the commercial conditions which existed 
when the rate was reduced were no longer present; 
second, that the situation called for better returns from 
the business; and third, that bicycles were not bearing 
their due proportion of transportation expenses. 

Comparisons are submitted with rates on automo- 
biles, motorcycles, buggies, and other vehicles. Motor- 
cycles, which are of a similar character, carry the same 
rating as bicycles. The ratings on vehicles generally 
were advanced at the same time bicycles were ad- 
vanced. 

It is asserted that a restoration of the second-class 
rate on bicycles from Dayton to Chicago would affect 
the entire official classification and necessitate similar 
changes between all points in that territory where 
bicycles move in carloads. The fact that higher prices 
now prevail than formerly in the bicycle trade is also 
relied upon in justification of the higher rate. 

We have very carefully considered all the evidence 
submitted at both hearings, and it is our finding and 
conclusion that the carriers have now shown the ad- 
vanced rate to be just and reasonable. The complaint 
will be dismissed. 


NO UNDUE DISADVANTAGE 
CASE NO. 4692 OPINION NO. 2204 
(26 I. C. C. Rep., P. 289.) 
KALMBACH-FORD CO., LTD. VS. KANSAS CITY 


SOUTHERN RAILWAY CO. ET AL, 

Submitted September 6, 1912. Decided February 4, 1913. 

Complainant seeks the establishment of a differential between 
the ‘proportional rates on corn and corn products from 
Kansas City, Mo., to Shreveport, La., alleging that the rate 
on corn is unreasonable and that complainant is unduly dis- 
criminated against in favor of millers at points in Texas, 
Missouri, Arkansas, and Louisiana, to which a differential 
between the rates on corn and corn products from Kansas 
City applies; Held, That it is not shown that the rate on 
corn is unreasonable, or that complainant is subjected to 
undue prejudice or disadvantage by reason of the rates in- 
volved in the complaint. Complaint dismissed. 


Emerson Bentley for complainant. 

John G. Schaich for Kansas City Southern Rail- 
way Co. 

E. L. Sargent for Texas & Pacific Railway Co. 


Report of the Commission. 


CLEMENTS, COMMISSIONER: 

In this proceeding the complainant, a corporation 
engaged in the grain and milling business at Shreve- 
port, La., asks for the establishment of a differential 
between the rates on corn and corn products from 
Kansas City and common points to Shreveport. It is 
alleged that defendants’ present rate of 21 cents per 
100 pounds on corn is unreasonable when compared 
with the same rate of 21 cents on the products of 
corn; also that complainant is unduly discriminated 
against to the advantage of millers at points in 
Texas, Arkansas, Missouri, and Lake Charles, La., 
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who receive a lower rate on corn than on corn products 
received from Kansas City. 


Complainant has been in the wholesale grain busi- 
ness at Shreveport since 1906, and when it commenced 
the milling of corn in 1908 there was no difference 
between the rates on corn and corn products from 
Kansas City, whence the bulk of its raw material is 
drawn. The sale of its products is practically confined! 
to that part of Louisiana extending approximately 50 
miles east of Shreveport, 150 miles south, and north 
to the Arkansas line. There is one other mill engaged 
in grinding corn at Shreveport, and the sale of corn 
products also constitutes a considerable portion of the 
business of six wholesale grocery concerns at Shreve- 
port, which, with two wholesale grain dealers also lo- 
cated there, are active competitors of complainant in 
the sale of corn meal and corn chops, the products 
involved in this complaint. Mills in Missouri, Texas, 
Arkansas, and Louisiana also compete with complainant 
in the sale of corn products. 


That the principal object of this proceeding is to 
secure a differential of 2 cents between the rates on 
corn and its manufactured products and that it was 
expected that this would be accomplished by advancing 
the rate on the products is fairly disclosed, we think, 
by the record. While the petition alleges that the 21- 
cent rate on corn is unreasonable, this allegation was 
not prosecuted with any degree of vigor, the contention 
in this respect resting mainly upon the fact that the 
same rate was applied to corn as to the manufactured 
products of corn. No evidence of a substantial charac- 
ter was submitted by complainant to support the claim 
of unreasonableness in the rate on corn, and the presi- 
dent of the other Shreveport mill who appeared as a 
witness for complainant and whose interests so far as 
the issues involved in this case are concerned are iden- 
tical with complainant’s testified that he considered the 
latter rate to be reasonably low, 


Under reconsigning and milling-in-transit privileges 
at Shreveport the millers there are enabled to forward 
corn meal and corn chops manufactured by them at the 
balance of the through rate from point of origin of the 
raw material to the final destination of the product. It 
was admitted by complainant that under such transit 
arrangements the only place at which Shreveport 
millers are at any disadvantage- is in the Shreveport 
local trade, due to the fact of their being compelled 
to pay transportation charges on the excess in the 215- 
pounds of raw material which is required to produce 
a 192-pound barrel of corn meal. The loss by shrinkage 
in cleaning and in the offal or bran, which is sold 
as feed, is one that competing mills, wherever located, 
must meet. If complainant’s competitors pay a pro- 
portionately less rate for a shorter haul on their raw 
material, that circumstance is but a natural advantage 
incident to their favorable location in point of dis- 
tance from the corn markets, and one to which they 
are entitled; and the same is true of any advantage 
to them from their ability to mill grades of corn that 
will not stand transportation great distances. 

It was admitted by the complainant that the unjust 
discrimination alleged in favor of Lake Charles millers 
exists only at Lake Charles proper. It appears from 
the record, however, that Lake Charles is beyond the 
territory within which complainant sells its product. 

During the past 10 years the rates on corn and corn 
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products from Kansas City to Shreveport have been the 
same, with the exception of a period of about four 
months in 1907 and 1908, when a differential of 2 cents 
in favor of corn was in force. The complainant com- 
menced milling at a time when this equality obtained, 


and its business has prospered and increased under 


that adjustment. 

Representatives of the wholesale grocery interests 
at Shreveport appeared at the hearing and offered tes- 
timony in opposition to the establishment of a differ- 
ential. In their opinion a 2-cent differential, while 
increasing the profits of the millers, would materially 
lessen competition in the sale of the products and 
raise the price of corn meal 4 or 5 cents per barrel 
to the consumer in the territory affected. 

In considering the question of a differential between 
the rates on corn and corn products the Commission 


has said: 


The relative cost of transportation of corn and its products 
to the carrier is something in favor of a lower rate for the 
grain, which is usually carried in heavier carloads. The 
slightly higher value of the products would seem, too, to 
justify a rate something in advance of that charged on the 
raw material. That this is not material is amply established 
by the fact that no differential is established in practically all 
the eastern and southern territory of the United States. In the 
Matter of Rates on Corn and Corn Products from Missouri 
River Points to Points in Texas, 11 I. C. C., 220, 223 


and— 


The Commission has, as a rule, approved a reasonable dif- 
ferential between any raw material and the manufactured 
article, but where the amount of labor and increased value and 
extra risk were so comparatively insignificant as upon grain 
whole and grain ground, it has not found that any very great 
extra freight charge was warranted by the needs of the carrier, 
as a protection to any industry, or just to the consumer, and 
wherever the carrier has seen fit to waive its privilege of a 
slightly advanced rate for the carrier of the product, and the 
rate on the raw material was reasonably low, the Commission 
has not interfered with that discretion. In the Matter of Rates 
on Corn and Corn Products from Missouri River Points to 
Points in Louisiana, 11 I. C. C., 227, 228. 


Upon a full consideration of the facts and circum- 
stances of this case it is our conclusion that the com- 
plainant has failed to show that the rate on corn is 
unreasonable in itself. Nor do we find that the rates 
complained of subject complainant to undue prejudice 
or disadvantage in violation of the Act to Regulate Com- 
merce. An order dismissing the complaint will be en- 
tered. 


PLEAD FOR WATER COMPETITION 





The case of the Santa Rosa Commercial Club against 
the Southern Pacific, et al.. was argued out before the 
Commission on March 8 by W. F. Cowan, on the question 
of alleged discrimination against Santa Rosa and in favor 
of San José, Santa Clara, etc., and is a rehearing of a ques- 
tion which has already been threshed out before the Com- 
mission in a previous complaint, the opinion in which was 
in a measure in favor of the complainant; it is still con- 
tended that the entire system of rates presents discrimina- 
tions which cannot be overcome under that system, and it 
is claimed by counse] that the entire system of rates is 
full of bristling irregularities. They ask for the same rate 
that is extended to San José and Marysville, which, it is 
claimed, were voluntarily extended. 

Frank W. Lyon appeared for the Fresno interests, inter- 
venors. He said that no one could read the debates in 
Congress in 1910, when the amendment of the Act to Regu- 
late Commerce was under discussion, without coming to 
the conclusion that Congress intended that the terminal 
rail lines should not enjoy advantages over the interior 
points. The people of this country are looking to this 
Commission to know whether or not the water competition 
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and transportation shall continue or whether it shall be so 
legislated against that, as James J. Hill once said when 
speaking of the Panama Canal, that “it would be used for 
the planting of lillies,” meaning, of course, that the rail 
earriers would so adjust their rates that the boat lines 
would be driven off the rivers of the country, and that is 
one of the points, Mr. Lyon claims, to be settled in this 
case. 

He challenged the Southern Pacific to say the rate to 
Sacramento is a water-compelled rate when it is remem- 
bered that the Hawaiian Steamship Company, finding no 
boat line to that point, put in a rate of 7c and ran a line 
of boats to that point, it found it could get no business 
under that rate, reduced it to 5c, and finally was compelled 
to wipe it out, and yet the Southern Pacific “sits tight on 
the job” and says it is a water-compelled rate. It is not 
to be presumed, he said, that Congress is spending $5(0- 
000,000 for the improvement of the inland waterways, for 
the latter simply to be used as a club over the rail lines to 
bring down rates. 

J. E. Alexander, counsel for San José and Santa Clara, 
intervenors, quoted testimony to show that as far back as 
1850 there was water competition and is still. The rail 
rate, he said, is actually cut down by the water competi- 
tion. San José was a seaport town before California was 
admitted to the Union and long before San Francisco was 
ever thought of, and was a rail terminal point before San 
Francisco was, and the railroads have always been forced 
to recognize it as a terminal point. If it were not for the 
long-and-short haul clause the steamships, he said, could 
run the railways off their tracks. 

W.S. Johnson, city attorney for Marysville, also an in- 
tervenor, pleaded the actua] water competition, that it was 
founded upon and has developed largely by reason of the 
active and not simply potential water competition of the 
Feather River, on whose banks it is located, although he 
admitted that the Southern Pacific has given Marysville 
such a system of rates that it is not necessary to operate 
the boats, and they have to a large extent been withdrawn. 

C. D, Durbrow, for the Southern Pacific, takes issue with 
the statement of Mr. Lyon to the effect that the Fourth 
Section is violated in this case, and that matter is fore- 
closed by the decision of the Commission in the Inter- 
mountain cases, which decided that Fresno, Marysville and 
other named points are not intermediate to a terminal. 
The rates complained of are not sea-going in their na- 
ture at all. The competition must be active, potential and 
compelling, and the competition here involved meets al! 
these requirements. 





SECRETARY AND ASSISTANT 





To succeed John H. Marble as secretary, the Com- 
mission has appointed George B. McGinty, who was ap- 
pointed assistant secretary about a year ago. Alfred H 
Holmead, chief of the docket division, has been appointed 
assistant secretary in place of Mr. McGinty. 





NEW YORK-NEW HAVEN TERMINAL. 

On March 5, the New York, New Haven & Hartford 
opened its new terminal at Pier 70, near the foot of 
Twenty-Second street, East River, New York, which affords 
modern and commodious facilities for the prompt handling 
of freight. Traffic via all-rail lines is here accommodated 
on the same basis as applies to or from New Pier 39, 
East River. 
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The Open Forum 


A department for the use of patrons and friends of The Traffic World in the discussion of the 
topics which every progressive traffic man, whether manager or clerk, 
has to consider—Contributions are welcomed 


MAKING UP EXPENSE BILLS 





Editor, THE TRAFFIC WORLD: 

1 have read with interest a communication with the 
caption: “Making Up Expense Bills,” published in your 
issue of March 8. I can hardly believe that in the ma- 
jority of cases the name of station is omitted from ex- 
pense bills, but that it undoubtedly is frequently omitted 
and is a source of much annoyance. 

In this connection I would like to call the attention 
of your readers to the fact that the remedy for this and 
other similar omissions is in the hands of the party who 
pays the bills. The form of expense bill provides a place 
for the name of the issuing station and the rules of the 
railroad companies require that this information be shown. 
| believe that practically all of the railroads of the country 
are desirous that all necessary information be furnished 
to the public on expense bills, and that instructions have 
been given their agents to this effect. This is, in my 
opinion, a case where co-operation is absolutely essential. 
The consignees would be entirely within their rights if 
the would decline to pay a freight bill not properly made 
out, and where an agent at any point continually issues 
expense bills, omitting the name of his station, or other 
essential information to which the consignee is entitled, 
if the consignee would report same to the proper authority 
of the railroad, either the traffic or auditing departments, 
a remedy would undoubtedly be promptly applied. 

J. M. Belleville. 


Pittsburgh, Pa., March 11, 1913. 


TRACING SHIPMENTS 


Editor, THe TRAFFIC WORLD: 

Your contributions relative to 
interesting. We also have one: We received to-day, 
explanation of a seventeen-day movement, Atlan- 
tic Seaboard to Missouri River, the following communica- 
Name of carrier is intentionally omitted. 


Tracing; M C 46282 

“Your favor Feb. 21st on the above subject: Wish 
to state that this car was delivered to our line on 
February 11th. We got this out of Chicago 9:40 P M 
on the same date, but somehow the train that had this 
car out of Chicago was tied up at. I am unable 
to say at present, just whether this was through some 
misunderstanding with the train crew or account of limit 


tracing have been 
as an 


tion, 


in service, but it was tied up for some reason that 
could not be controlled, therefore the car was late 
getting into. This delay has been gone into 


thoroughly by our general freight agent, as well as our 
commercial agent, together with the operating de- 
partment. It seems that this car was unfortunately in 
this train that was tied up, through reasons that could 
not be controlled. 

“IT hope that future cars from you will not be un- 
fortunate as this one was, and that our future service 
will be perfectly satisfactory. Any time that you have 
any more cars that you wish us to give some special 





attention to, will be only too glad to hear from you.” 
To those who contend tracing is worthless and 
burdensome to the carrier we heartily agree. To those 
who close portions of their factories awaiting the arrival 
of a car of special material, can they ask or even 
expect more consideration than the above? Does not 
the carrier admit the car was delayed—that’s something 
—and they do not know why, and if we have any more 
we wish given special attention to command them— 
we have not—but isn’t this fair? 
H. O. ALEXANDER, 
Adriance Platt & Co. 
1913. 


Poughkeepsie, N. Y., March 1, 





Editor, THe TRAFFIC WorRLD: 

The writer has read with interest the article in 
your February 15 issue, entitled “Why Trace Ship- 
ments.” We also notice that this was reprinted by re- 
quest of a general freight agent of one of the large rail- 
Way systems. Of course, we are not acquainted with 
what railway system it is, but we realize that this re- 
quest simply illustrates the ordinary attitude that some 
of the larger officials of the large railroads have shown 
in the past and are still showing the shipping public, 
and which more or less accounts for the hostile legis 
lation which has taken place in the last ten years, detri- 
mental to the railroads. 

This article seems to assume that the railroad com- 
pany is perfect, and that we, a shipper or receiver, 
should simply sit quietly, holding our hands, allowing 
large commercial plants to become idle, holding their 
goods, simply because some railroad has made an error 
in not forwarding a shipment over the most direct 
route, or some general freight agent has not made pro- 
vision for through cars, especially for less than carload 
shipments, which would eradicate delays and also many 
team transfers. We will grant, as we believe everyone 
should, that there is a certain class of people who do 
trace shipments needlessly, but we are firm in stating 
that we believe this class is a minority, therefore why 
should the majority suffer for the sins of the minority? 

A good wide-awake trace clerk can tell very readily 
when a shipment, under ordinary conditions, has had an 
opportunity of being delivered, and any request before 
this time, we deem would be unreasonable, but on the 
other hand, after a reasonable time, which we might 
state for a shipment from New York to Chicago, would 
be eight days, the shipper has every right to request 
the railroad company to trace it, and if the railroad is 
trying to advertise its line and doing the right thing 
by the public, it should be only too glad to use Sta 
best endeavors to locate the missing shipment. 

This continual cry of saving the poor down-trodden 
railroad is getting to be a joke. The country needs 
the railroads and we need their development; on the 
other hand, the country needs as much as it does the 
railroads, the commercial business, the manufactures 
and the producer, and it is time when we must get 
along hand in hand, not working a hardship on one or 
the other, and the sooner some of the high officials 
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of the railroads stop newspaper comment, detrimental to 
the shipper, and utilize their time on eradicating the 
short-comings of a railroad, the sooner they will get the 
general co-operation of the general public. 

Since this communication was published at the 
request of an anonymous person, | will simply sign my- 
self as a traffic manager. 

TRAFFIC MANAGER. 
Cincinnati, O., Feb. 25, 1913. 





Editor Tue TRAFFIC WORLD: 

In your edition of the 15th ultimo an article in “The 
Open Forum,” headed “Why Trace?” attracted the writer’s 
attention. For the benefit of the general freight agent 
of one of the largest systems in the United States, I 
wish to give the following facts: 

On February 18 we made a shipment of 16 cases of 
tires from Chicopee Falls, Mass., to the Harper’s Garage 
Co., Beverly, Mass., a distance, as the crow flies, of less 
than 100 miles, I believe, but as the train runs, somewhere 
about 135. 

On February 26 I was notified by my Boston office 
goods had not been received and, furthermore, notified 
that cancelation of order would result unless immediate 
delivery were made. On the 26th, after getting this in- 
formation by ’phone from Boston, for which our Boston 
office paid, I called the proper representative of the line 
involved, for which this office paid ‘phone charges, and 
requested him to give us immediate telephone answer. 
On the morning of the 27th (the telegram is dated 8:30 
a. m.) I received a deadhead message, for which nobody 
paid, with information to the effect that the shipment 
had been located at Salem, Mass., would go out that after- 
noon and would be ready for delivery on the morning of 
the 28th. 

You will notice that the shipper paid all these ex- 
penses, that the telegraphic information furnished us was 
no charge, and yet the tracer located the goods within 
24 hours. 

For the benefit of all concerned, I ask the question, 
“Why trace?” 

F. R. Lyman, 
Traffic Manager, the Fisk Rubber Co. 
Chicopee Falls, Mass., March 3, 1913. 


PAYING FOR TARIFFS 





Editor THe TRAFFIC WORLD: 

Have noted with considerable interest the comments 
of different parties in regard to shippers being obliged to 
pay the carriers for tariffs furnished, as printed in your 
paper. 

It is the general, if not the universal, custom of con- 
cerns doing any volume of business to issue price lists, 
ete., not only to their regular customers, but to others 
who might be interested in their product, and the party 
receiving the price list is not asked to reimburse the party 
sending out the list. This being true, then is it not like- 
wise true that the carriers should furnish their customers, 
without charge, especially those who do a sufficient amount 
of shipping to warrant so doing, with a copy of tariffs, 
showing rates, etc.; in other words, a price list? 

When the shipper has a tariff file and depends on 
his own ability to ascertain the rate and makes an error, it 
does not cost the carrier anything, but if the carriers were 
asked to quote rates, it would be necessary for them to 
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enlarge their clerical force, at no small expense annually 
and then any error made in quoting would reflect on them, 
one of which would probably cost as much as several 
tariffs. From a financial standpoint I believe the carriers 
are money in pocket by issuing tariffs to their customers 
who care to go to the expense of maintaining a tariff file. 
thus obviating to a large extent errors that are liable to 
creep in when quoting rates by letter, and the annoyance 
of being asked for rates continually. 
E. L. Woolever, 
Traffic Manager, Cent. Pa. Lumber Co 
Williamsport, Pa. 


ARGUE PIG IRON RATES 


H. W. Biklé, for the Pennsylvania Railroad, made the 
opening argument on March 7 in I. & S. Docket No. 152, 
looking into advanced rates on pig iron, C. L., from Vir- 
ginia and Alabama furnaces to Philadelphia and other 
destinations. He claimed that while Philadelphia is on 
the water, yet, with regard to this traffic, it cannot be 
considered as entitled to a water competitive rate for 
the reason that the interests using the pig iron at and 
near Philadelphia are so located that they cannot take 
advantage of water competition; that, even if they were, 
there is no reason why they should be compelled to meet 
this competition unless their failure to do so would 
amount to a discrimination. 

The proposed advance is claimed to be reasonable, 
as present rates are admitted to have been put in be- 
cause of supposed water competition and are said to be 
below the normal basis, and the purpose of the proposed 
advance, from $2.80 to $3, was to place the rates on a 
normal basis. 

D. D. Hall, Jr., representing the Virginia furnaces, 
said the Virginia rate via Port Norfolk has been in 
effect for a long period of years, but in this rate he does 
not think the Alabama furnaces are at all interested, as 
they have a better water competitive rate from Alabama 
via Savannah to Philadelphia, and that the Alabama fur- 
naces do not need a water competitive rate through Port 
Norfolk. At present they do not use the water route 
from the Virginia furnaces (which he represents) to Phil- 
adelphia, but if used it would be $2.80, the same as the 
rail rate. The present rate per ton per mile is 8.6 mills. 
It was shown that there is no demand for the water 
carriage, because the business has largely been built up 
under the rail rate, of $2.80, in effect for 15 years. 

The point also was brought out that there is a strong 
competition as between the Pennsylvania and the Virginia 
furnaces, whereas there is not so great competition be- 
tween the Alabama and the Virginia furnaces, because in 
the former cases the nature of the iron produced is prac- 
tically the same, whereas that produced in the Alabama 
field is of a different character. He also urged that the 
present normal rate is much higher than it was at the 
time these rates were put in effect and would produce 
an abnormally high rate. 

Mr. Haight, for the Johnson City (Tenn.) interests, 
asked that the present rates should not be disturbed. 





SERVICE TO HONDURAS. 

In connection with its previous announcement of 
monthly service to Puerto Cortez, Spanish Honduras, 
the United Fruit Co. now states that with the sailing 
of the S. §S. “Frutera” from New York on March 21, 
fortnightly service will be resumed to Belize, Puerto 
Cortez and Puerto Barrios. 
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IN COMMERCE COURT 


GRANTS PIPE LINE INJUNCTIONS 


As many attorneys concerned in the matter expected, 
the Commerce Court, on March 12, granted preliminary in- 
unctions setting aside the orders of the Commission in the 
pipe line cases. The court, therefore, will hear argu- 
.ents on the merits, although so far as a layman is con- 
cerned, the arguments on the motions for preliminary in- 
junctions went to every question that could possibly have 
been raised, ; 

Judge Knapp wrote an opinion covering 49 printed 
pages, in which he discussed the leading cases on what 
constitutes due process of law and just compensation in 
support of the court’s position that Congress has no power 
to compel a private company to become a common car- 
rier. Judge Mack, while agreeing with the court that Con- 
cress has no power, dissents, holding that the reasonable 
rates that are to be fixed for the carrying of oil will pro- 
vide the compensation which the constitution provides for. 

One of the amendments to the interstate commerce law 
by the Hepburn Act of 1906 declared that all persons and 
corporations using pipe lines for the interstate transporta- 
tion of oil should thenceforth be deemed common carriers 
subject to regulation by the Commission the same as in- 
terstate railroads. 

In the summer of 1912 the Commission, after an ex- 
tended investigation, made an order requiring certain 
pipe lines to file tariffs showing their rates to the public 
for the transportation of oil. Thereupon six pipe line com- 
panies brought suits to enjoin the order of the Commis- 
sion and applied for preliminary injunctions. Some of 
these companies are Standard Oil companies, but one or 
more are independent companies in strong competition 
with the Standard Oil, 

Two questions were involved: First, it was claimed 
that the amendment in question applied only to such pipe 
line companies, of which there are a considerable number, 
as are in fact common carriers and hold themselves out to 
the public as such; second, that if the amendment applied 
to all pipe line companies, whether public or private, and 
Congress thereby undertook to make common carriers of 
such pipe line companies as used their pipe lines solely 
for carrying their own oil in their own private business, 
the amendment was unconstitutional because its necessary 
effect was to take private property without due process of 
law and without compensation. 


The Commission held that the amendment applied to 
all pipe line companies, private as well as public, and this 
construction of the law is upheld by the Commerce Court. 

The Commission did not discuss the constitutionality 
of the amendment as so construed, but said that question 
would have to be decided by the courts. The Commerce 
Court holds that Congress has no power to compel a priv- 
ate company to become a common carrier and that there- 
fore as to these particular companies the amendment is in- 
valid and the order of the Commission without authority, 





and on this ground preliminary injunctions are granted. . 


Judge Mack, while agreeing with the majority of the 
court as to the construction of the statute, dissented on 
the ground that Congress in the exercise of its power to 
regulate interstate commerce could regulate pipe-line own- 
ers and pipe lines by prohibiting their use in interstate 
commerce unless they permitted a like use to the public 
generally on the payment of reasonable compensation; 
that the act did not involve an unlawful taking of property, 
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and that even if the property could be held to be taken the 
provision for reasonable compensation for its use met the 
constitutional requirement, 

The pipe line cases were six in number, arising in as 
many different states; and the facility and expedition in- 
cident to their trial in the Commerce Court is a practical 
illustration of the value of the wise provision of Congress 
in establishing a single court for the hearing of interstate 
commerce cases. Under the old procedure these cases 
would have been tried in various circuits extending from 
New Jersey to Louisiana, necessitating six different trials 
and the additional expense in records and travel occasioned 
by each case being tried by itself rather than all being 
grouped in one court, 


FAVORS NEWPORT NEWS 





The Commerce Court on March 11, handed down an 
opinion written by Judge Hunt, denying the application 
of the Southern Railway and others for an injunctioa 
setting aside the order in the complaint of the Newport 
News Chamber of Commerce against them, in which 
the Commission made an order requiring the railroads to 
cease their discrimination in favor of Norfolk and 
against Newport News. 

The Interstate Commerce Commission held that the 
discrimination was unjust. The Commerce Court de- 
cides that it was for the Commission to determine 
what the actual conditions surrounding the transporta- 
tion were, and that it was for the Commission to deter- 
mine the method of service, the relative location of the 
two cities, how the interchange of freight is made, what 
the markets for traffic are, the extent of the competi- 
tion, and other matters pertaining to the welfare of 
the communities affected. The court is of the opinion 
that the Commission was amply justified in finding as 
a fact that the city of Newport News was unjustly 
discriminated against by the carriers, and that the 
court would not disturb the finding of the Commission. 
It is remarked by the court that it is unimportant that 
the rails of the carriers which go to Norfolk do not go 
to Newport News because all the carriers actually 
serve Newport News, and hold themselves out to carry 
freight to that city on through bills of lading. The 
effect of the decision is to give to Newport News oppor- 
tunities for the development of trade in the South which 
were not open to it so long as the discriminatory 
practices of the carriers were continued, which had 
led to decided advantages in favor of Norfolk. 


PRIDHAM CASE POSTPONED 





Hearing in the case of R. W. Pridham Co. vs. South- 
ern Pacific et al., involving the matter of fiberboard con- 
tainers, which was set to come up at Chicago on April 2, 
has been postponed until April 4, at the same place and 
before the same examiner. 


Cc. T. A. MEETING POSTPONED. 

The meeting of the Chicago Transportation Asso- 
ciation characterized as “Ladies’ Night” at which is to 
be presented an illustrated lecture by Prof. Samuel C. 
Lancaster, commissioner of the Seattle and Tacoma 
chambers of commerce, as previously announced, has 
been unavoidably postponed on account of Prof. Lan- 
caster being delayed in Washington. A new date will 
be announced later. 








THE SHIPPER AND THE LAW 
Some of the Difficulties the Layman Encounters 
in Endeavoring to Reconcile the English of 
the Statutes with that of Court Decisions 





By E. J. McVANN, 
Traffic Manager, Omaha Commercial Club.* 


The ordinary shipper formerly had very little to do 
with the law—nothing at all, in fact, prior to 1887, when 
the interstate commerce act was passed. Up to 1903 he 
there was a law, but it did not touch him very 
1906 Congress put some real power in the 
hands of the Interstate Commerce Commission, and now 
it is a matter of everyday occurrence for the shipper to 
We are growing more 
we have not rid 


knew 
closely. In 


have to look up some law or other. 
accustomed to it as time goes on, but 
ourselves altogether of our bewilderment about it. 


The law is a fearsome thing, fearfully and wonder- 
fully made by the legislatures and then carefully and 
deliberately unmade by the courts. Some day we'll get 


over our awe of it, perhaps, and systematize the depart- 
ment work of our law-factories, so the output will be 
inspected and passed upon before it is put out for every- 
At present, the legislative factory hands it out 
Just about 


along 


day use. 
and we start to accommodate ourselves to it. 
the time we have mastered a few of its details 
comes some inspector, commonly known as a judge, and 
decides the law was badly made, and is no use at all. 
Or, he may conclude the lawmakers used the wrong labels 
and meant the stuff to be applied in an entirely different 
way. This is annoying and disturbing to the average 
citizen. We ought to get efficiency experts into 
our factory and see to it that the goods pass inspection 
before they are handed out and are not misbranded or 
mislabeled. The plain English of it is that the every- 
day citizen is bewildered about the law, not because he 
can’t read and understand English, but because language 
-when put into the form of statutes seems to mean almost 
This difference between every- 


some 


anything but what it says. 
day language and statutory language was brought forcibly 
to the plain early in our 
history, when the Supreme Court of the United States 
so construed the judiciary act and the constitution as 
to hold that, under their authority an ordinary citizen 
of one state could go into the federal courts and sue a 
(Chisholm vs. Georgia, 2 


attention of the people very 


sovereign state of the Union! 
Dall., 419.) 

That decision raised such 
ing Congress provided for the eleventh amendment to the 
constitution, which forbade in plain terms any construc- 
tion of the constitution that would permit a citizen of 
one state to sue another state in the federal courts. The 
amendment was promptly ratified, and when the question 
again came before the Supreme Court, that body accepted 
the amendment as a rule of judicial construction. (Hol- 
lingsworth vs. Virginia, 3 Dall., 378.) This bit of history 
shows that the idea of the recall of judicial decisions 
was not entirely original with the distinguished guest 
of your constitutional convention. In these days we 
might not be satisfied with the slow-moving machinery of 
constitutional amendment, but it’s a comfort to know 
that we have a complete remedy, even if it is slow. 


a storm that the succeed- 


*An address delivered March 3 at 
the Springfield, Ohio, Traffic Bureau. 
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We certainly need some kind of a remedy. A few 
days ago one of our members came to me with a claim 
against an express company. He had some goods shipped 
to him from New York and they were destroyed by fire 
while in the hands of the carrier. The express people 
tendered him $150 to pay for the three shipments. The 
value of them was about eight times that amount. He 
wanted to know where he stood. I read him that section 
of the commerce act known as the Carmack amendment 
which says that a carrier is liable for any damage caused 
by it and that “no contract, receipt, rule or regulation 
shall exempt such carrier from the liability hereby im. 
posed.” We agreed that the law was plain, but he said 
the express company relied upon a recent decision of 
the Supreme Court that overturned that law. It did not 
seem possible, but I looked up the decision (Adams Ex- 
press Co. vs. Croninger, 226 U. S., 491). By a course of 
reasoning that no layman could possibly follow, the United 
States Supreme Court reached the conclusion that an ex 
press receipt, bearing upon its face a plain stipulation 
that the liability of the company would be limited to $50 
unless the shipper declared a higher value, was not r 
to the law! Here you have an irreconcilable 
between statutory English and ordirary English 
as you and I read it, that the receipt shall 
The court says that the doesn’t mean 
and that if a carrier is careful 
is exempted by the terms of the 


pugnant 
conflict 
The law says, 
not exempt. 

what it 
about the matter, it 


law 
seems to say, 


receipt. 

I must confess I was shocked by the decision. [It 
set me to thinking hard, and I began to wonder after 
a while whether it was a peculiar instance or if the same 
thing had happened before. Inquiry developed the Chis 
holm case, when it was necessary to amend the constitu 
tion in order to meet a condition brought about 
unwelcome decision. Persevering in the search, I found 
as the lawyers say, that the books were full of conflicts 
between statutory language, as Congress apparently in 
tended it, and as finally elucidated for us by our august 


by an 


court of last resort. 

On the subject that 
between state and interstate commerce, the Supreme Court 
of the United States has handed down a number of inter 
and conflicting decisions. In a North Carolina 
case, McNeill vs. Southern Railway (202 U. S., 543), that 
held that the North Carolina authorities could not 
compel a railroad to switch a car to a sidetrack to be 
unloaded, since the freight car was in the interstate com 
merce. Two years later, in the case of Larrabee Flour 
Mills vs. Missouri Pacific Ry. (211 U. S., 612), the same 
court held that a state could compel a railroad to switch 
an empty car to a sidetrack to be loaded with interstate 
freight. In a Minnesota case, decided a few weeks ago 
(C. R. I. & P. Ry. Co. vs. Elevator Co., 226 U. S., 426), 
the court held that the question of furnishing cars» was 
a matter of interstate commerce and that Congress had 
taken it out of the hands of the states. This latter was a 
case of furnishing empty cars to be loaded. 
mark the dates: The law which the Supreme 
Court says is supreme, was passed in 1906. It was not 
the basis for the North Carolina decision rendered in 1907. 
It was not the basis for the opposite decision in the Kan- 
sas case, rendered in 1909, but is now apparently: the basis 
for the latest decision on this general subject, recently 
handed down. If you could get the North Carolina Rail- 
road Commission, the Minnesota grain man and the Kan- 
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as miller together for a discussion of the three opinions, 
would you blame them for being somewhat perplexed? 

Another decision on the same point was rendered 
here in an Ohio case in 1912, Railroad Commission vs. 
Worthington (225 U. S., 101). That case involved the 
transportation of céal from Ohio mines to Huron, a lake 
port. The Supreme Court held that it was interstate 
commerce because it was intended for shipment outside 
the state. This decision cites the principle said to be 
laid down in the case of Coe vs. Errol (116, U. S. 517) 
as supporting the doctrine upon which it rests. As a 
matter of fact, the court in that case rendered an oppo- 
site opinion upon much the same state of facts. Coe vs. 
Errol was a case involving the right of the State of New 
Hampshire to tax a lot of logs that were stocked up on 
a river bank, waiting for the spring thaw to take them 
down to Lewiston, Maine. The owner tried to get out of 
paying the taxes by calling them interstate commerce. 
The United States Supreme Court held that the magic 
transformation from state commerce to interstate com- 
merece had not yet occurred, since the final movement 
of transportation from the state of origin had not com- 
menced. If the reasoning in support of the decision in 
Coe vs. Errol is correct, then the Worthington case should 
have been decided the other way, because, as I understand 
it, the coal was in Ohio, the first contract of transporta- 
tion had been completed and the second had not yet 
been made. 


The trouble with this question of state and inter- 
state commerce is the decision rendered by the Supreme 
Court in what is ordinarily known as the Santa Fe case 
(G. C. & S. F. Ry. vs. Texas, 204 U. S., 403). This was 
handed down in 1907, and involved the transportation of 
two cars of corn which had been originally shipped from 
Hudson, S; D., to Texarkana, Tex. There the freight 
was paid and a new contract of shipment was made for 
the transportation from Texarkana to Goldthwaite, Tex., 
under the Texas law. ‘The transaction was handled in 
that manner, admittedly to beat the interstate rate from 
Hudson to Goldthwaite. The Supreme Court held that the 
transportation from Texarkana to Goldthwaite was state 
commerce and not interstate. In support of its decision, 
the court says (204 U. S., 413): 

“Suppose a carload of goods was shipped from Gold- 
thwaite to Texarkana, under a bill of lading calling for 
only that transportation, and supposing that the law of 
Texas required that such goods should be carried in a 
particular kind of car, can there be any doubt that the 
carrier would be subject to the penalty (for violating that 
law) although it should appear that the shipper intended, 
after the goods had reached Texarkana, to forward them 
to some other point outside the state? To state the 
question in other words, if the only contract of shipment 
was for local transportation, would the state law in re- 
spect to the matter of transportation be set one side by 
a federal law in respect to interstate transportation, on 
the ground that the shipper intended, after the one con- 
tract of shipment had been completed, to forward the 
goods to some point outside the state?” 

This statement of the situation could not be improved 
upon. It applies exactly to your lake port coal case and 
it also applied to the transportation of cotton seed from 
Texas points to Galveston and to the transportation of 
lumber from Ruliff, Tex., to Sabine, Tex.; but in all 
three of these latter cases the Supreme Court held that 
the commerce could not be regulated by the state, be- 
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cause it was either interstate or foreign commerce. The 
decision in each one of the three cases was based upon 
the ultimate intention of the shipper or consignee. Unless 
I am unable to understand the import of the English 
tongue, all three cases reverse the Santa Fe case and 
hold the opposite to Coe vs. Errol. Yet the court say? 
that the Santa Fe case is not apposite and in two of 
the later cases cites Coe vs. Errol with approval. (The 
Galveston terminal case is Southern Pacific Terminal Co. 
vs. Interstate Commerce Commission, 219 U. S., 498 and 
the lumber case is Texas & New Orleans R. R. Co., et. al. 
vs. Sabine Tram Co., decided Jan. 27, 1913.) The Galves- 
ton Terminal case goes far beyond anything the Supreme 
Court has yet said, since it claims that cotton seed deliv- 
ered to a railroad in interior Texas on a local Texas bill 
of lading, consigned locally to Galveston, is foreign com- 
merce, even though that cotton seed must be manufac- 
tured into meal and reshipped by the consignee from 
Galveston. In connection with this holding, here is the 
langauge of the statute: 


“The provisions of this act shall not apply to the 
transportation of passengers or property * * * wholly 
within one state.” 


If the Galveston cottonseed man, the Ruliff lumber 
man and the Goldthwaite grain man met for a discussion 
of the law, can’t you imagine that they would be at some 
difficulty in reconciling the decisions and the statutes? 

When the Interstate Commerce law was originally en- 
acted in 1887, we all thought the law meant that the Com: 
mission could reduce any unreasonably high rates. The 
Commission thought so, too, and did considerable work 
of that character. It was ten years before the question 
reached the Supreme Court (Interstate Commerce Com. 
vs. C. N. O. & T. P. R. Co., 167 U. S., 479). The court 
decided that congress had never given the Commission 
power to substitute a reasonable rate for one found un- 
reasonable. I don’t know much about interpretation of 
law, but it struck me, after reading the original act, that 
it would have been just as easy for the court to have 
decided that congress had followed the usual course, and 
having created a commission and charged it with the 
duty of executing the law, it was to be presumed that 
the ordinary commonsense method of that execution was 
to be carried out. That was the rule of construction upon 
which the Supreme Court early in the history of the 
United States, upheld many implied powers claimed for 
the central government. The exercise of those powers 
today rests upon that construction of the constitution. 
It took us nine years after the 1897 decision to get 
congress to put specifically into the law a _ provision 
empowering the Commission to make rates for the future. 


All of you probably remember how our railroad 
friends protested in 1906 that certain amendments to the 
Commerce Act would deprive them of that sacred and 
inalienable right of their “day in court.” We all had a 
certain feeling that that right had been included both in 
the Magna Charta and the Declaration of Independence. 
Lo, and behold, it turns out that while the railroads are 
entitled to a “day in court,” and cannot be deprived of 
that right, the shippers have no such right. The Supreme 
Court of the United States in T. & P. Ry Co. vs. Abilene 
Cotton Oil Co. (204 U. S., 426) held that although the 
statute said the shipper might either go to the Commis- 
sion or go to the court, it did not mean what it said and 
that the shipper could only go to the Commission. In 
Proctor & Gamble vs. United States (225 U. S., 282), the 
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court went even further and held that if the Commission 
decided against the shipper and dismissed his complaint 
he could not get into court at all. 

Just one more instance of the vagaries of the law: 
In 1904 the Interstate Commerce Commission brought the 
California railroads to book for forming a physical pool 
of eastbound tonnage. The Commission tried to break up 
the pool. The railroads, in order to make the division of 
traffic called for in the pool agreement, denied the Cali- 
fornia shippers the right to route their own freight. The 
matter came before the Supreme Court in Southern Pa- 
cific Co. vs. Interstate Commerce Commission (200 U. S., 
536) and the court held that the railroads had the right 
to route the freight and said, incidentally, that the tonnage 
pool was hardly to be considered a violation of the law, 
since it apparently had prevented the naughty shippers 
from getting rebates. It took us five years to get back, 
through congress, the right to route our own freight. 
That is, I think we have it. The law apparently says 
so, but the language has not yet been passed upon by 
the Supreme Court. 

So it has come to pass that the shipper must have 
at his elbow, not only a traffic expert to help him figure 
his rates, but a lawyer as well, to tell him what all the 
rulings and decisions are and whether he may use the 
rates his traffic man tells him are in effect. Truly, we 
are getting to be a complex people and the “little men of 
little minds” who, according to Kipling used to “rise up 
to buy and sell again,” would have a hard time nowadays 
to find a place to purchase or to market. The law would 
hem them in on every side and they would lose their 
“little minds” in the effort to accommodate their affairs 
to its perplexities. 


ARGUE POTTED FOOD RATES 


On March 8 argument was heard before the Commis- 
sion in the complaint of the Kellogg Food Co. against the 
Grand Trunk Railway Co. of Canada, et al., complainant be- 
ing represented by J. C. Arthur. The rates involved are 
those of Official Classification Territory on “Protose,” a 
meat substitute, packed in the same manner as are potted 
meats, but on which a third-class rate is charged, whereas 
on potted meats rates are assessed under Rule 26, making 
a difference of about 40 per cent. This is claimed to be 
an unjust discrimination, as it is intended to take the place 
of meat products, and there are many instances in rate 
making where rates on substitutes take the same rates as 
do the articles which they are supposed to substitute. The 
transportation conditions are claimed to be identical, and 
the two classes of articles are in active competition, there- 
fore, he claimed, the burden is on the carriers to sustain 
the discrimination, especially as the value of protose and 
of potted meats is practically the same. They ask a free 
and equal competition between the two commodities, but 
not for what might be termed an “incidental competition.” 

G. W. Kretzinger, for the carriers, says only L. C. L. 
ratings are involved, and the difference is 20 per cent, not 
40 per cent, as above set out. In 10 years of manufacture 
they had only increased their output from 70,000 to 152,000 
pounds; only 5,000 pounds went to Boston and 30,000 pounds 
to New York and vicinity that year. This was advanced to 
show that there is no compelling competition. There is no 
actual competition, nor any such demand as would entitle 
them to classification under Rule 26. Rates have to be 
made not only on transportation conditions, but must look 
also to character, competition and demand. 
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WEIGHING AT PHILADELPHIA 


—_—— 


Hearing in Weighing Investigation Develops 
Practices of Carriers of Anthracite Coal 


—_—_—_ 


Hearing in Case No. 4631, investigation of weighing 
practices of carriers, was resumed at Philadelphia on 
March 10 before Examiner Ward Prouty, with John T. 
Marchand representing the Commission as attorney. 

E. B. Crosley, general coal agent, Philadelphia & 
Reading, was the first witness. He stated that he has 
occupied his present position since 1907, and previously 
was assistant general freight agent. He testified as to 
the reductions from scale weights on shipment of wet 
washed anthracite coal forwarded from the collieries, 
washeries, storage yards and jig houses of the various 
districts, the reductions being from 1 to 2 per cent. 
The witness said the percentages were arrived at after 
conferences with the operative department as represent- 
ing what seemed a fair allowance, and that the allow 
ance is voluntary on the part of the carrier, though he 
knew of no good reason why the carrier should make 
such an allowance. Mr. Crosley testified that it was 


As It Looks to Philadelphia. 
—De Mar, in Philadelphia Record. 


decided to try the reductions and let the results demon 
strate whether they were reasonable, experience having 
proved that they are. This experience was given in 
reports from points where large quantities of coal are 
weighed after arrival at the destinations. The witness 
said his company had conducted no tests to show 
whether these reductions were reasonable. He admitted 
that the reductions allowed had never been discussed 
with receivers of the anthracite shipments, and he was 
not sure whether he got copies of other companies 
tariffs before issuing the Reading’s. Similar circulars 
of another road read to him he accounted for by stating 
that that road may have secured one of the Reading 
notices. “We contend we have a perfect right to make 
tariffs on weight as shown at the scales and make no 
reductions,” stated the witness. “Other carriers using 
the same language in their reduction notices must take 
the same view.” 

There was much testimony as to the amount of ths 
water used to wet the coal at the mines that remains 
in the cars when they reach the scales to be weighed. 
Mr. Crosley declared that a small part of the water 
used to wet the coal goes into cars with the coal, but 
that all probably leaked out or evaporated before the 
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coal was weighed. He said a large part of the 1,700,000 
tons weighed at Port Richmond last year was wet 
washed coal and that the experience there showed the 
reasonableness of making the tariff of reductions on 
the whole amount, without keeping a separate account 
of the wet coal. The witness said no allowance was 
made the consignee for water dropped from cars to the 
scales or that froze while the cars were on the way 
to the scales, that the ice was weighed with the coal. 
Mr. Crosley said that was just the same, as the con- 
signee gets the benefit of reductions when there is very 
little or no water. 

It was also testified that when a consignee com- 
plains that a car is shortweight and the company weighs 
it over he pays for the weighing and switching if the 
overweight is less than 1,000 pounds. If that amount 
or more the reweighing is done free. 

He testified that the receiver of the coal always 
pays the freight, and on questioning from Mr. Marchand, 
he admitted that 65 per cent of all anthracite handled 
by his company is shipped by the Philadelphia & Read- 
ing Coal & Iron Co, Corporation, closely affiliated with 
the Reading Railway Co, 

It was admitted that although 50 per cent of the 
coal is shipped in wooden cars, no attempt has ever 
been made to determine, and allow for, the weight of the 
water absorbed by the wooden car, when the wet coal 
from the breaker is shot into the car. 

In answer to the question “What would you say 
regarding the proposition of the government taking over 
all track scales of interstate carriers?” the witness 
replied: “I don’t think government supervision could 
improve on Philadelphia & Reading scales.” 


John A. Merrill, the Reading scale inspector, testi- 
fied that all weighing on coal scales is done with the 
cars moving. Cars were ordinarily weighed at the rate 
of one or two per minute, though he had seen as many 
as five weighed in one minute. 

James A. Burns, chief weigher of customs for the 
Port of Philadelphia, qualifying as an expert weigher, 
told of tests of Reading and Pennsylvania railroad scales 
in Philadelphia for dutiable purposes, and testified that 
he found no reason to doubt their accuracy. Asked by 
Examiner Prouty what he thought of government super- 
vision of track scales, Mr. Burns said it might work 
out if the Government placed the scales in the charge 
of competent men. 

Charles H. Ewing, general superintendent Philadel- 
phia & Reading, testified that rubbish often is left in 
coal cars when they are reloaded, thus making the 
purchaser pay coal prices for rubbish. He said the 
weighing of anthracite coal is done by experienced 
weighmasters, but admitted that the company had re- 
ceived many complaints of shortweight from patrons. 
Mr. Ewing said it is the rule of the company that the 
shipper shall clean out the cars before reloading, but 
admitted the company does not know if the rule is 
always complied with. He objected to Attorney Mar- 
chand’s proposal that the company reweigh and re- 
stencil the cars once a year. 

James C. Tattersall of the Trenton Retail Coal Deal- 
ers’ Association and director of the Pennsylvania Coal 
Dealers’ Association, testified that 80 per cent of the 
cars of coal he gets from the Philadelphia & Reading 
are short weight and 20 per cent slightly overweight. 
One car last Friday, he said, was 7,232 pounds short. 
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He testified he had been weighing consignments of coal 
during several years and had reweighed several consign- 
ments recently, none of which agreed with the stencil 
weight onthecars. They varied, he said from 1,160 pounds 
overweight to 7,232 pounds underweight, the latter car 
giving evidence of having been tampered with and some 
of the coal removed. The average shortage on ten cars 
weighed, he said, was 550 pounds. 

He gave it as his opinion that the only way to cor- 
rect the evil of large shortages is to weigh the cars 
standing still instead of running, as is now the practice. 

His yearly loss in weight he estimated to be at 
least 5 per cent. Some of that loss he declared to ve 
due to moisture and some of it to inadequate weighing 
methods. 


W. H. Keffer, division superintendent of the Phila- 
delphia & Reading, testified that he had been a master 
weigher in the employ of the Reading from 1882 to 1884, 
and spoke as an expert. He described in great detail 
the system used in the weighing of coal and gave it as 
his opinion from twenty-eight years’ experience, that coal 
weighed on the run would be as accurately accounted 
for as if it were weighed standing. 

He also said it would not be practical to weigh the 
coal standing, as the volume handied was too great. and 
Philadelphia and other cities would suffer by the neces- 
sary delay in shipments. 

He testified that about 45 seconds were consumed 
in the weighing of each car, about ‘900 cars being 
weighed in eleven to twelve hours. He said there was 
no scale jar to interfere with the accuracy of car weight, 
and that the railroad company took every possible pre- 
caution to establish and maintain correct weights. ~ 

Edward R. Pusey, Wilmington, Del., a member of 
the Pennsylvania Retail Dealers’ Association, testified 
he had weighed a number of cars of coal shipped by 
the Philadelphia & Reading and Lehigh Valley compan- 
ies, that weighed short from 274 to 1,132 pounds. All 
of these cars were reweighed during the last week. 

Howard W.. White, a Philadelphia coal dealer and 
member of the Pennsylvania Coal Dealers’ Association, 
criticised the testimony of W. H. Keffer, who said a 
weighmaster could tell from long practice the approxi- 
mate weight of a car of coal approaching the scales 
and set the beam. accordingly, only adjusting it to per- 
fect the balance. 

White said he thought this the greatest danger to 
correct weights, as it caused carelessness and cars often 
moved at so great a speed as to clear the scales before 
opportunity was given for weighing. He also took issue 
with Keffer in the latter’s statement that there was no 
jar of the scales at the point where the ground tracks 
and scale tracks meet that made inaccuracies in weight. 
He said he had noticed several scales where there was 
a jar of sufficient force to seriously affect the correct- 
ness of weight. 

Captain William C. Buster, head of the police system 
of ‘the Philadelphia & Reading, described the depreda- 
tions on loaded coal cars made by residents along the 
line, saying that women and children were the greatest 
offenders in stealing coal, but that conviction of them 
was almost impossible, because of magisterial 6 pathy 
with the offenders, who were usually poor and made 
pitiful pleas of poverty when arraigned in court. In 
the cases of men, he said, convictions were more easy. 

Features of the hearing were the refusal of one wit- 
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ness to answer questions as to the extent of the rela- 
tionship between the Reading company and the Phila- 
delphia & Reading, and Mr. Marchand’s statement that 
he was just as well satisfied with a refusal; the indig- 
nant denial of a suggestion that enginemen took com- 
mercial coal for company use; and the naming by Mr. 
Marchand of the Pennsylvania, Santa Fe and Frisco 
railroads as the only railroad companies that have taken 
any interest in improving shipping conditions so far as 
relates to furnishing information in this investigation. 
He said all other information obtained by the Commis- 
sion was from shippers or consignees. 

The hearing was adjourned to New York City on 
March 17. 


UNCANCELED TARIFFS MAKE TROUBLE 





Argument was made on March 7 in the following 
cases, all involving the same question of a provision in 
the grain tariffs, namely: 

4993. Omaha Elevator Co. et al. vs. Wabash R. R. Co. 
et al. 


4861. S. C. Bartlett Co. vs. C., P. & St. L. Ry. Co. et al. 


5030. Sparks Milling Co. vs. C., P. & St. L. Ry. Co. 
et al. . 


E. P. Smith, for the Omaha grain interests, said that 
under the decision of the United States Supreme Court, in 
the Henderson case, no shippér can rely in any degree 
on what is said by an agent of a carrier or upon tariffs 
filed with the local agent if there is a different tariff on 
file with the Commission. Even under that rule, the L. 
& N. cannot now get away from the fact that it had a 
concurrence on file with the Commission in the tariff of 
the C., P. & St. L., from which they are, in these cases, 
trying to withdraw, on the ground that the concurrence 
was not legally worded, but, while in the majority of 
cases it is safe to say freight tariffs are as hard to de 
cipher as so much Greek, yet in this case it is worded 
so plainly it would be almost impossible to misunder- 
stand. The question is, is a shipper at his peril bound to 
investigate every tariff and supplement on file with the 
Commission to determine which one he is legally bound 
to follow? 


It seems that while at one time the L. & N. had 
concurred with the C., P. & St. L. and later gave M. P. 
Washburn authority to make its concurrences, it never 
revoked or annulled the authority it had previously given 
to the C., P. & St. L. Shippers cannot be required to start 
an inquisition to determine under which tariff they have 
the right to move their traffic. 


Geo. S. Melinor, for the Sparks Milling Co., said 
their case stood on exactly the same basis as did the 
Omaha case. It appears that in both cases there were 
uncanceled tariffs on file containing lower rates than those 
under which the L. & N made the deliveries, holding 
the shipments until the additional charges were paid. The 
action was brought under suggestion of Chairman Clark 
that to pay the claim and bring a complaint was the 
only legal way in which to settle the matter, which is a 
dispute between the C., P. & St. L. and the L. & N. as 
to authority to issue rates to intermediate points. 

W. A. Northcutt, for the L. & N., said the rates to 
points in southeastern territory are published in a Wash- 
burn tariff which complies with every rule of the Com- 
mission, and the rate it carried of 27 cents was the only 
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Alton to Mississippi Valley territory, as against the 11-cent 
rate carried in the C., P. & St. L. tariff. This latter tariff 
did not specifically name a cancelation of the Washburn 
tariff, and therefore, it is claimed, is void, and the Wash- 
burn tariff was the only tariff legally in effect, being 
specific in character, and therefore must come ahead of 
any note in any other tariff. In this view it would not 
seem that the chairman concurs, as he remarked that 
the terms of this note, as to intermediate territory, were 
perfectly clear. 


It appeared that the intermediate note had been in 
effect since 1910, but Mr. Northeutt claimed that, with 
the exception of these shipments, on which it is now 
sought to secure reparation, no grain had ever moved 
under its provisions. It was the duty of the shippers 
to see whether any rates were published from Alton to 
Birmingham. He also offset the claim made by counsel 
that because the C., P. & St. L. is not making any de- 
fense, it was clear that it admitted the contention of the 
shippers was right, by his statement that no matter what 
the through rate would be, the division of the C., P. & St. 
L. would be the same. The note under consideration was 
canceled out on less than statutory notice by the C., P. 
& St. L. on application to the Commission, last March, on 
the statement filed with the Commission by the C., P. 
& St. L. that the note was put in without the actual 


consent of the 7 connecting carriers. 


OBJECTS TO CANNED TESTIMONY 





The arguments in the following cases were combined, 
namely, 4822, Harriman Manufacturing Co. vs, Southern 
Railway Co., et al.; 5069, Zurick & Greenwald Co. vs. C., 
N. O. & T. P. Ry. Co., et al.; 5098, Weaks Iron Works & 
Supply Co. vs. St. L., I. M. & So., et al. The opening was 
made by G. M, Steven. The material covered in the first 
case was strip steel used in the manufacture of forks. He 
protested against 95 per cent of the testimony which is 
offered before the Commission as being “canned” testi- 
mony. “They gag at the smell of disinfectant truth, but 
they don’t care what else we put in,” said he, referring to 
the defendants. 


M. C. Hall, counsel for some of the carriers, stated that 
oral argument was asked so that objection might be made 
to the acceptance of an affidavit from the consignor, as 
presented by the Freight Audit Co. as represented by Mr. 
Steven, who, said Mr. Hall, have no interest in the case 
except the fee they will get out of it, and if any repara- 
tion claim should be entertained in these cases it should 
come from the consignee instead of from the consignor. 
The real question involved is whether steel plates should 
take the same rates as stee] bars. No evidence was pre- 
sented as to the unreasonableness of the rate and, as ad- 
mitted by Mr, Steven, the question, at least in the Harri- 
man case, is purely a tariff proposition. Any reduction to 
Harriman would be followed by charges to Chattanooga 
and elsewhere, as the steel plate and bar situation is a very 
delicately adjusted proposition. 


C. D. Drayton appeared for the defense, in so far as 
the B. & O. Southern was concerned, covering the rate on 
spokes from Somerset to Dayton, Ohio, and which would 
break down an entire rate structure if reduced as asked 
for in the complaint. They ask for the hardwood lumber 
rate. 
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rate which, he claims, could be applied on grain from 











March 15, 1913 


YOUNGSTOWN COMPLAINT HEARD 





An adjourned hearing was begun on March 10 on the 
wo complaints of the Youngstown Sheet & Tube Company. 
During the taking of testimony of W. G. Pollack, formerly 
resident and treasurer of the Union Dock Company, and 
now the leading stockholder of the Pollack & Becker 
Company, the successor to the Dock Company, the hearing 
became a bit stormy. Questions concerning the relations 
between the Dock company and the railroads caused irri- 
tation which culminated in the refusal of the witness, on 
advice of counsel, as he said, to refuse to answer ques- 
tions, 

O. E. Butterfield, attorney for the New York Central 
Lines, objected to the questions and Mr. Pollack contended 
that Mr. Butterfield, representing interests identical with 
his owm, was his counsel; although not acting for 
him as an individual, he added that he intended to re- 
tain him personally. Attorney Rand, for the complainants, 
and Mr. Butterfield had several exchanges, during one of 
which Mr, Rand said that his colleague certainly would 
not have given such advice to Mr. Pollack if the latter were 
in a court of law. 

J. H. Hopkins of Pittsburgh, for the Pennsylvania, who, 
with A, M. Schoyer, prepared the statistics for that com- 
pany, was examined as to the loading and unloading costs 
at Ashtabula docks, and especially with reference to the 
value of the property used in the business. The valuation 
of $7,030,000 for the properties at Ashtabula, Erie and 
Cleveland was made by the engineering department of the 
Pennsylvania Company; no appraisement was made by 
outside parties. 

F. J. Moser, superintendent of the Mahoning Valley 
Railroad, and R, H. Begien were cross-examined on their 
criticisms of the Mueller exhibits introduced at previous 
hearings. The examination and cross-examination was 
highly technical, even from the point of view of a book- 
keeper. 

Mr. Butterfield presented a statement called for at a 
prior hearing showing receipts and expenses from July, 
1912, to January, 1913. The Lake Shore received $428,530, 
and its expenses $331,784, leaving a net of $96,747. 

Then came Mr, Pollack, on whom most of the time of 
the morning session was spent. He said that when the 
Union Dock Company operated the facilities at Ashtabula 
it did so on the basis of 8 per cent on the cost of the ma- 
chinery, no rent being paid for the docks. -Mr. Butterfield 
objected to any inquiry into the relations between the 
Dock company and the railroad for the period prior to 
May 1, 1912. He objected, as he said, in the eye of the law, 
the asscciation was dissolved on that day, and the previous 
transactions had nothing to do with this matter. He sug- 
gested that the questions would lead to inquiry which has 
no place here, and which would probably lead to an ex- 
tensive inquiry along another line, not then obvious to 
those intimately associated with the case. The company 
that is now doing this work is the Pollack & Becker Cor- 
poration, which was organized to take up the work former- 
ly done by the Union Dock Company. 

Under the prior arrangement the Union Dock Com- 
pany paid for the handling of the ore, the machinery and 
the taxes. The witness developed that no changes had 
been made in either machinery or method since the dis- 
solution of the relationship which existed previous to May 
1, 1912. 

For probably half an hour the witness dropped out of 
the hearing to give place to a heated discussion between 
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Messrs, Rand and Butterfield over the attempt of Mr. Rand 
to induce Mr. Pollack to reveal statistics as to the Union 
Dock Company’s earnings, divisions and dividends accru- 
ing under the old 15-cent charge. The discussion developed 
the fact that the old Republic Steel Company was a stock- 
holder in the Union Dock Company. Other stockholders 
were Jones & Laughlin, W. P. Snyder, the Hitchcock 
Iron Company and Mr. Pollack. While the company was 
capitalized at only $20,000, it paid during the last year of 
its existence dividends amounting to more than $150,000. 

In his objections Mr. Butterfield went so far as to warn 
Mr. Pollack to beware of Mr, Rand’s questions because he 
had no means of knowing-to what use Mr. Rand might 
put the information thus obtained. Mr. Butterfield inti- 
mated that Mr. Rand might become a member of the “trust- 
busting” staff of the Department of Justice, to which Mr. 
Rand replied that if he were, he was not fishing for in- 
formation in this way. More than once Mr. Butterfield 
warned the witness that his answers might subject him 
to prosecution under the criminal section of the anti-trust 
law or possibly under the act to regulate commerce. Mr. 
Butterfield insisted, all the way through, that even if the 
witness gave the information it would not be relevant 
to this inquiry, as he said it was a dead issue and ancient 
history. 

Mr. Rand, with equal emphasis insisted that the in- 
formation he desired to place in the record was relevant 
and material in the light of the statement made by the 
Pennsylvania company that it was losing sixteen cents on 
every ton of ore handled over the docks. 

Mr. Rand said he had no doubt about the incorrectness 
of that claim and clearly intimated that there is an 
“Ethiopian in the woodpile.” Mr. Butterfield said that he 
had no objections to questions relating to the present ar- 
rangement, but he certainly would continue to advise Mr. 
Pollack not to answer any questions concerning the affairs 
of the Union Dock Company. Mr. Rand thereupon said 
that if there was to be a row on that point he wished it 
to be a good one, so he went back over the whole ground 
with the witness and made his refusals sharp and distinct. 

Mr. Pollack continued on the stand on March 10. 
The only illuminating fact elicited from him was that 
the new corporation Pollack & Becker Co. which suc- 
ceeded to the business of the Union Dock Co., declared 
a dividend of 300 per cent on last season’s work. 
Attorney Rand asked if that would be the only dividend 
on the work of the season of 1912. Mr. Pollack said 
he could not say and he would not undertake to guess 

At the hearing on March 11, the cross-examination 
of Jean Paul Mueller was continued with reference to 
statements which he had put in evidence at one of the 
prior hearings and the accuracy of which had been 
questioned by Mr. Schoyer upon the theory that the 
figures in this case are inconsistent with figures he 
had put in in the coal cases in which he appeared as 
the expert accountant. Mr. Mueller justified the appa. 
ent discrepancies or inconsistencies by an explanation 
of the differing movements covered. by the varying 
statements, which he said, made them incomparable. 
Mr, Mueller “got back at” Mr. Schoyer by pointing out 
that Mr. Schoyer took figures only for what he called 
representative days, while Mueller claimed that he 


took actual movements. 

Mr. Mueller, on cross-examination by Mr. Taylor fot 
the Erie, said that it is all right to compare different 
divisions of the Erie, one with the other, but it would 
not be fair, for instance, to compare the Erie and Penn- 








sylvania because they are under different manage- 
ment and on different bases. 

H. B. Reinsagen, for the Lake Shore and J. P. 
Watkins for the B. & O. were cross-examined on their 
statistical exhibits. 

On March 12 Mr. Cramp, a real estate dealer 
of the Pennsylvania Co., was examined by Mr. Rand as 
to the value of Lake Port property. While he was 
able to give general figures, and to state that their 
properties were purchased at prices varying from 18 
cents to $1 per foot, he displayed a remarkable lack 
of knowledge as to the sources from which the property 
and the figures were procured. He did state, however, 
that the valuations are those on which the company 
pays taxes. 

Robert Trimble, chief engineer of the Pennsylvania, 
testified for that company as to the methods employed 
in obtaining the value of the Cleveland docks in which 
the company included the actual cost of the property 
where it was possible to secure that cost, age of the 
docks, machinery and their present value, and the depre- 
ciated value taking into consideration the age; all based 
on estimates made in 1909 when an appraisement, was 
made, for the company’s own information, by a com- 
mittee selected for the purpose, consisting of the firm 
of Frazer & Fox of Cleveland, a member from the com- 
pany’s own motive power department and one from the 
engineering department. As to the Whiskey Island 
plant the valuation as now reported, was made by tak- 
ing that appraisement of 1909 with the depreciation 
taken off in the same manner as it was calculated on 
wear and tear for the time between the estimate and 
the filing of this complaint. 


The basis of the depreciation values was not the 
result of the company’s own best judgment but was 
based on the expert opinion of Mr. Fox and others. He 
admitted that he made the figures which had been 
placed in evidence by Mr. Schoyer, those figures not 
including any valuation for coal-traps or machinery used 
in the coal trade on the docks. 


Mr. Rand again endeavored to get to bed rock, or, 
in this case to “furnace slag,” as to the materials 
entering into the construction of the docks at the poris, 
but here again the witness had considerable difficulty in 
giving any details. He admitted that, at the Cleveland 
docks, it was something more than ten tons and less 
than a million tons of slag which was disposed of in 
this manner. 


A. M. Schoyer was cross-examined by Mr. Gordon, 
to develop the fact tha. he considered the estimates of 
the present value of the property which he had placed 
in evidence as being extremely low. 

He admitted that the Pennsylvania Co. pays 11 
cents to the stevedore company for the unloading of the 
ore, but he contended that it would be impracticable for 
the railroad to attempt to do this work for itself, as, in 
many instances it would be disastrous to the furnaces. 
He contended very forcefully and repeatedly, that it 
takes years of expert knowledge where a man becomes 
competent to classify the ore, handle, store and ship 
it out to the furnaces just as it is called for, and it is 
this expert knowledge which they are willing to pay for. 
He did not think that it would be practicable for the 
railroad to do this work for themselves. He stated that 
neither he, nor to his knowledge, any other employe of 
the company owns any stock in the Ohio & Western 
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Pennsylvania Dock Co., nor do they receive any divi 
dends from that company. 

The case rested at the close of Mr. Shoyer’s testi 
mony and briefs will be submitted. 


CHARGE TO OPERATING ACCOUNT 





The Commerce Court on March 11 took up the 
application of the Kansas City Southern for an order 
setting aside the rule of the Commission requiring that 
corporation to change its method of bookkeeping so 
that about $400,000 worth of work done by it in straight 
ening its tracks and reducing its grades between Kansa 
City and Port Arthur will be charged to operating ex 
penses instead of capital account. 

The arguments in behalf of the annulling order wer: 
made by Arthur M, Wickwire and Samuel Untermeyer, 
while Assistant Attorney General Denison and Black 
burn Esterline appeared for the government, and Solici 
tor Farrell and Dr. Needham for the Commission. 

The railroad company claims that if it should be 
forced to charge that sum to operating expenses it 
will violate the terms of the mortgage it gave on its 
property and the terms of the bonds issued thereunder 
to procure the money needed to make the improvements 
About twenty-one miles of track were abandoned and 
the whole cost of that abandonment was charged to 
capital account, while the Commission claims part of 
it should be charged to operating expenses. 


The carrier also claims that if it is required ‘to 
charge the $400,000 to the operating account it will 
have to reimburse the bond account and thereby deprive 
the holders of preferred stock of dividends. Mr. Unter 
meyer claimed that money could not have been bor 
rowed by the company for paying operating expenses and 
that the bondholders advanced the money on the distinct 
understanding that the road, when improved, would be 
worth more because better fitted to carry traffic, the 
one per cent grades having been reduced to one-half 
that figure. 


Arguments were continued in the Commerce Court 
on March 11 and 12 in the Kansas City Southern case, 
Assistant Attorney General Denison taking up the argu- 
ment for the United States. His propositions were that 
Congress should constitutionally vest power in the Com 
mission to prescribe a uniform system of accounts and 
that the Commission did not exceed the power so 
granted. In support of the last mentioned proposition 
he made much use of the opinion of Justice Day in the 
Goodrich transit case. 


Mr. Denison contended also that the Commission, 
in prescribing uniform definitions of “property accounts” 
and “operating expenses,” against which the carrier is 
complaining, acted only after due hearing and upon sub- 
stantial evidence and due consideration thereof and that 
its determinations on those questions are conclusive. 

He further argued that even if the reasonableness 
of the regulations complained of were to be determined 
upon a consideration of the evidence introduced for the 
first time before the Commerce Court, they must state 
unless they are palpably beyond reason. 

Dr. Needham appeared for the Commission and 
argued for the conclusive character of their regulations 
along the lines that the atturneys for the Commission 
have always taken, namely that practically all the 
efforts of those attacking orders of the Commission 
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are directed toward a review of the testimony rather 
than any substantial question of law. 

Messrs. Denison and Needham used the whole of 
the Wednesday morning session in continuation of their 
arguments. 


QUESTION TOBACCO RATING 





The American Tobacco Co. case against the Penn- 
sylvania Railroad Co. et al. was argued before the 
Commission on Wednesday by J. H. Holmes for the 
company and by Ernest Ballard for defendants. The 
question is as to the correct rating of a shipment of 
4,060 cases of smoking tobacco at Marion Station, Jer- 
sey City, the total weight of which was 179,000, and 
which went forward in three cars, and on which freigit 
was charged at $2.50 on an L. C. L, rating, as ship- 
ments did not all go forward on the same day. How- 
ever, complainant contended that the reason the ship- 
ments were made in that way was that it was not 
furnished with standard cars as requested, and that the 
cars were not loaded to full capacity, and because car- 
rier could not handle the shipment all one day. For all 
these reasons it claims it should have had a carload 
rating of $1.75. It was admitted that complainant or- 
dered six “large” cars, without definitely stating just 
what was wanted, although they expected to receive 
40-foot cars; received 36-foot cars, and had they been 
loaded to full capacity the shipment could have gone 
through to destination at San Francisco in the cars 
furnished although, even then they could not have 
loaded to the 40,000-pound minimum. 

Mr. Ballard termed this a very remarkable ship- 
ment from this or any other locality, and was cértainly 
unusual from that point, being to supply a government 
contract. At the time the shipment moved neither 
railroad agent nor shipping clerk of complainant was 
aware that there was a car load rating. Defendant 
has felt there should be some reparation paid on the 
basis of Rule 8 of transcontinental tariff; on which, 
however, the charge would be $854 while complainant 
asks for reparation on actual weight of the shipment. 

It was admitted that the cars were badly loaded, 
but the railroad does not assume responsibility for the 
loading. The minimum, he contended, could have been 
loaded in any of the cars, even in a 33-foot car. 

The main contention in the whole case is “who 
loaded the car.” Complainant says the railroad employes 
stowed the tobacco and said “enough;” the railroad says 
the complainant “bossed” the loading, and the wretch- 
erly poor loading was due to this fact. This, is evi- 
dently a point the Commission will have to solve for 
itself from the testimony. 


RAILWAY BUSINESS IN 1912 


During a period of expanding business profits at first 
usually rise more rapidly than expenses That this has not 
been the case with the railways of the United States during 
the recent high tide of traffic is shown by their returns for 
the calendar year 1912. The total operating revenues are 
their total receipts from freight and passenger traffic, from 
carrying mail and express and from miscellaneous sources. 
Operating income is the amount which after all expenses 
have been paid remains for rentals, interest on bonds, ap- 
propriations for betterments, improvements, new construc- 
tion and for dividends. 
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The total receipts of the railways of the East were 
$1,511 per mile higher than for 1911, but operating income 
gained only $240. The total receipts of the railways of the 
South increased $492 a mile for the year, but operating 
income suffered a loss of $109. The railways in the West 
gained $226 per mile in operating income, which offset the 
loss of approximately the same amount in the previous 
year. If the closing six months of 1912 be alone considered 
the situation was not so unfavorable, but even for this 
period of mounting traffic the increase in expenses outran 
the increase in receipts. 


That the funds available for developing and extending 
the railways have not kept pace with the growth in traffic 
or the increased expenses of operation is shown by the fol- 
lowing percentages: For the railways of the East the total 
operating revenues increased 7.2 per cent, operating ex- 
penses 8.3 per cent and taxes 8 per cent, leaving an in- 
crease in operating income of 4.3 per cent. For the rail- 
ways of the South, total operating revenues increased 4.9 
per cent, operating expenses 8.4 per cent and taxes 2.8 per 
cent, leaving a decrease in operating income of 4 per cent. 
The unusual traffic of the West enabled the railways of that 
section to obtain an increase of 8.4 per cent in operating 
income, which just about balances the losses sustained dur- 
ing 1911. 

The foregoing figures are all upon the mile of line 
basis and were compiled by the Bureau of Railway Eco- 
nomics from the reports made to the Interstate Commerce 
Commission by the railways having total annual operating 
revenues of one million dollars or over. These include 
about ninety per cent of the steam railway mileage of the 
United States. 


SUPPLEMENT No.3 TO CIRCULAR 18A 


The Commission on Saturday published Supplement 
No. 3 to Tariff Circular No. 18-A, which cancels Supple- 
ment No. 2, and includes all changes to date of sup 
plement, which is Feb. 4, 1913. It is a cir¢ular of six- 
teen pages. 





Changes have been made in several paragraphs 
of the original circular and of Supplement 2, under 
Rule 9, paragraphs (i) and (j) are changed by the 
transposition of sections of the paragraph. Paragraph 
(i) now includes its former second section and the 
four concluding sections of present paragraph (j) in- 
cluding the notice. Paragraph (j) is now substantially 
the former first section of paragraph (i) and the :on- 
cluding section of former paragraph (j). 


Paragraph (k) is changed in its third section so 
that the concluding section reads: 

“Such supplement shall also contain in reissued 
items the rates, classifications, charges, or regulations 
applicable during the period of suspension or shall 
give specific reference, by I. C. C. number or numbers, 
to the tariff or tariffs or supplements thereto, in which 
they will be found.” 


The twelfth section, relating to six months’ tariffs, 
is changed by the insertion of the words “in its en- 
tirety” following the word “suspended,” and there are 
added as concluding sections the following two sec- 
tions: 

“When the Commission suspends portions of a sup- 
plement to a tariff, such supplement shall be continued 
in force throughout the period of suspension and may 
not be canceled by a subsequent supplement or by a 
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reissue of the tariff pending decision of the Commission 
in the case, except by special permission of the Com 
mission. However, any items in such supplement, other 
than the suspended items, which it is’ desired to reis- 
sue or amend may be specifically reissued or canceled 
by corresponding items in a subsequent supplement. 
Such supplement containing suspended items will not 
be counted against the number of supplements permitted 
to such tariff under paragraph (e) of Rule 9, provided 
all items in such supplement, except the suspended por- 
tions thereof, are reissued in or canceled by the sub- 
sequent supplement. 

“Not infrequently, prior to the service of the Com- 
mission’s suspension order, a carrier or its agent files 
a later supplement which contains in reissued items 
the portions of the previous supplement which are by 
such order suspended and also provides for the can- 
cellation .of such previous supplement. In such in- 
stances the supplement which the carrier is required 
to file giving notice of such suspension shall, in addi- 
tion to containing a copy of the Commission’s order 
of suspension, also note specifically the cancellation 
from the later supplement of the reissue of such sus: 
pended portions, shall provide by amendment to the 
title-page of such later supplement that it cancels only 
such portions of the previous supplement as are not 
suspended, and shall also contain in reissued items the 
rates, classifications, charges or regulations applicable 
during the period of suspension or shall give specific 
reference, by I. C. C. number or numbers, to the tarifi 
or tariffs, or supplements thereto, in which they will 
be found.” 

Rule 12, 
following: 


paragraph (f) is amended by adding the 

“In instances where definite dates of closing and 
opening of navigation may be determined for each sea- 
son of navigation the following rule may be incorpo- 
rated in the tariff, instead of the two rules provided for 
in paragraph (b) of this rule: 

“The rates in this tariff and in supplements thereto, 
for rail-and-water and all-water transportation are effec- 
tive only during the season of navigation of the [here 
insert the name of water carrier or carriers named in 
the tariff], which will be from [opening date] to [clos- 
ing date], inclusive. From the latter date until the 
actual close of navigation [actual closing date], at 
which time such rates in this tariff will be wholly sus- 
pended, shipments will be accepted under this tariff 
only subject to the provision that in the event of 
such shipments being in excess of the available vessel 
capacity at time of arrival at port of transshipment or 
of arrival too late for forwarding by vessel the same 
will be forwarded via all-rail route and will be subject 
to the tariff rates via such all-rail route in effect on 
the date of shipment from the point of origin. Ship- 
ping receipts, bills of lading and waybills must bear 
notation to this effect. 


“The rates in this tariff or in effective supplements 
thereto for rail-and-water or all-water transportation 
which were in force when the rates were wholly sus- 
pended [closing date], or which have subsequently 
been made effective, will be restored and applied on 
and after [opening date].” 

Rule 38, paragraphs (g) and (h) are changed by 
transposition to correspond with the changes in para- 
graphs (i) and (j) of Rule 9. 
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Rule 40, paragraph (b) is amended by the addition 
of the following: 

“In instances where definite dates of closing and 
opening of navigation may be determined for each sea- 
son of navigation the following rule may be incorpve- 
rated in the tariff, instead of the two rules provided 
for in paragraph (b) of this rule: 

“The fares in this tariff and in supplement thereto 
for rail-and-water and _-all-water transportation are 
effective only during the season of navigation of the 
[here insert the name of water carrier or carriers 
named in the tariff], which will be from [opening date] 
to [closing date], inclusive. 

“The fares in this tariff or in effective supplement 
thereto for rail-and-water or all-water transportation 
which were in force when the fares were wholly 
pended [closing date], or which have subsequently been 
made effective, will be restored applied on and 
after [opening date].” 

Rule 64, third paragraph 
amended by the insertion of 
“rates” and “more distant” “points 
indexed,” and the addition of the following: 

“Tariffs may provide for the affirmative and definite 
application of commodity rates by the incorporation 
therein of a rule substantially as follows: 

“From any point of origin or to any point of desti- 
nation from or to which a rate on a specific commodity 
is not this, tariff, located on the same line 
between any two points of origin or destination from or 
to which rates are named on the same commodity, the 
rate on such commodity from or to such intermediate 
point will be the same as the rate from or to the next 
more distant point from or to which a rate is named 
herein; provided no specific rate on the same com 
modity from the same point of origin to the same 
point of destination is published in some other tariff.” 

Rule 76, substituting tonnage at transit point, is 
canceled (see The Transit Case, 26 I. C. C., 204). 

Rule 78 is added, as follows: 

Rule 78.—Permission for changes on less than 
statutory notice in rates and fares between points im 
Alaska: (Adopted Aug. 26, 1912.) 

“Rates on freight traffic and passenger fares from 
a point in the Territory of Alaska to another point in 
the Territory of Alaska, or between points in said 
Territory, may be changed upon notice of ten days 
as to reductions in rates or fares given to the Commis- 
sion and to the pubiic in manner required by law. .s 
to advances in rates or fares, full statutory notice of 
changes must be given to the Commission and to the 
public in manner required by law, unless shorter time 
is allowed in special cases by special permission of the 
Commission (see Rule 58). 

“Hach supplement to a tariff, or 
tion in which reductions in rates 
on less than statutory notice under authority of this 
rule, shall bear on its title-page the notation, ‘Issued 
under authority of Rule 78, Interstate Commerce Com- 
mission Tariff Circular 18-A.’” 
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POSTPONES SHREVEPORT ORDER, 

The Commission on March 13 issued another supple- 
mental order postponing the effective date of its order in 
the Shreveport case from March 15 to April 15, the Com- 
merce Court having as yet not made a decision in the case 
brought by the railroads. 
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March 15, 1913 


SUSPENDED TARIFFS 





By order entered February 1, I. & S. Docket No. 175, 
the Commission suspended from March 1 until Sept. 1, 
1913, item 650-A of Supplement 10 to tariff I. C. C. No. 
A-286, issued by W. H. Hosmer, agent. 

The suspended item contains proposed advances in 
rates for the transportation of asphalt and asphaltum 
from points in Kansas to St. Louis, Mo., and other 
points, which were previously suspended from Nov. 1, 
1912, until Mareh 1, 1913. 





By first supplemental order, entered Feb. 14, 1913, 
I. & S. Docket No. 220, the Commission suspended until 
June 14, 1913, the operation of items Nos. 73-D, 75-D and 
79-C, on page No. 4 of Supplement No. 19 to Chicago, 
Milwaukee & St. Paul Railway tariff I. C. C. No. B-2188. 

The suspended items contain advances in rates for 
the transportation of grain from South Dakota points to 
Chicago and Milwaukee similar to those published in 
tariffs of other carriers now under suspension in the 
original docket of same number. 


By an order entered February 26, and No. 226, the 
Commission suspended until June 28 the operation of the 
following tariffs, effective, except as otherwise noted, 
March 1, 1913: 

The Baltimore & Ohio Railroad Co.: Supplement No. 
23 to I. C. C. No. 7305, Supplement No. 21 to B. & O., I. 
C. C. No. 8785, Supplement No. 16 to I. C. C. No. 9233, 
Supplement No. 4 to I. C. C. No. 9919, Supplement No. 9 
to I. C. C. No. 9979, Supplement No. 7 to B. & O., I. C. C. 
No. 10,008, Supplement No. 9 to B. & O., I. C. C. No. 
10,197, Supplement No. 8 to I. C. C. No. 10,659, Supplement 
No. 3 to B. & O., I. C. C. No. 10,820, Supplement No. 6 to 
B. & O., I. C. C. No. 11,023, Supplement No. 1 to B. & O., 
I C. C. No. 11,126. 

Boston & Albany Railroad: Supplement No. 9 to I. C. 
C. No. 4823, effective March 3, 1913; Supplement No. 4 
to I. C. C. No. 4964, effective March 3, 1913. 

The Central Railroad Company of New Jersey: Sup- 
plement No. 14 to I. C. C. S. No. 700. 

Central Vermont Railway Company: Supplement No. 
7 to I. C. C. No. A-3065, effective March 6, 1913; Supple- 
ment: No. 3 to I. C. C. No. A3180, effective March 6, 1913. 

Pennsylvania Railroad Company: G. O. I. C. C. No. 
4218. 

Philadelphia & Reading Railway Co.: Supplement No. 
9 to P. & R. Ry. Order I. C. C. J-No. 3365. 

These tariffs provide for the discontinuance of free 
store-door delivery and pick-up service now maintained 
by the Baltimore & Ohio Railroad and the Pennsylvania 
Railroad in Washington, D. C. This service is extended 
to shippers and consignees on less than carload shipments 
originating at or destined to points north of Wilmington, 
Del., including New York and Bosten. 





By an order entered February 26 and No. 225, the Com- 
mission suspended from March 28 until June 28 Detroit 
Terminal Railroad Co. tariff I. C. C. No. 13, and from 
March 1 until June 28 Michigan Central Railroad Co. 
Supplements Nos. 31 and 32 to tariff I. C. C. No. 3794 and 
Pere Marquette Railroad Co. Supplement No. 2 to tariff 
I. C. C. No. 2924. These tariffs advance switching charges 
affecting all kinds of freight, in carloads, at Detroit, 
Mich., as follows: For the movement of a car from point 
of connection with one carrier to point of connection with 
another carrier the present charge is $3 and the pro- 
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posed charge $5, and the charge for switching between 
private sidings and team tracks located on the line of 
the Michigan Central Railroad Company, for example, is 
now $6 per car, while the proposed charge is $8 per car. 


By order entered February 27, I. & S. No. 227, the 
Commission suspended until July 1 the operation of 
Items 1030-B and 1095 of Supplements 8 and 11 to Agent 
W. H. Hosmer’s tariff, I. C. C. No, A-347, indicated as 
effective March 3. The suspended items name advanced 
rates for the transportation of brick from Chanute and 
other points in Kansas to points in Iowa and Illinois. 
The increases amount to from 1% to 2% cents per 100 
pounds. For example, the present rate from Chanute to 
Ottumwa, Ia., is 10 cents, and the proposed rate 12% 
cents per 100 pounds; the present rate from Paola, Kan., 
to same destination is 10 cents, and the proposed rate 
11% cents. 





By an order entered February 27, I. & S. No, 228, 
the Commission suspended until July 1 the operation of 
Supplement No. 71 to W. T. L, I. C. C. No. 457, issued 
by W. H. Hosmer, agent, and indicated to take effect 
March 3. This supplement advances rates for the trans- 
portation of hay, in carloads, from St. Paul and Minne- 
apolis, Minn., and points taking same rates to Ohio River 
crossings, viz., Cincinnati, Louisville, Cairo, etc., applic- 
able on traffic destined beyond. The advance amounts 
to 2 cents per 100 pounds, the present rate to Louisville, 
for example, being 20 cents per 100 pounds, and the pro- 
posed rate 22 cents. 





By an order entered Feb. 26, Investigation and Sus- 
pension Docket No. 229, the Commission suspended from 
March 19 until July 17 the operation of the following 
tariffs: 

Bangor & Aroostook Railroad. Supplement No. 1 to 
I. C. C. Nos. 551, 666, 689, 700, 706, 707, 738, 747, 775, 782, 
784, 786, 787, 796, 802, 860, 875, 897, 898, 903, 906, 912, 
914, 916, 918, 928, 931, 936, 938, 948, 961, 963, 970, 974, 976, 
984, 987, 993, 994, 999, 1001, 1002, 1005; Supplement No. 
2 to I. C. C. Nos. 370, 443, 870, 937; Supplement No. 3 
to I. C. C. Nos. 283, 421, 932, 967, 992; Supplement No. 4 
to I. C. C. Nos. 290, 567, 886; Supplement No. 5 to I. C. 
C. Nos. 254, 826, 827; Supplement No. 6 to I. C. C. Nos. 
424, 494. 825, and Supplement No. 8 to I. GC. C. No. 727. 

These tariffs proposed to cancel all joint rates pub- 
lished by the Bangor & Aroostook Railroad in effect be- 
tween points on its line and points on or reached via 
the Maine Central Railroad, which action is understood 
to be the result of a dispute between these carriers over 
a proper division of the through rates in effect. On and 
after March 19, 1913, the use of combination rates, as 
provided for in the suspended tariffs, would have re- 
sulted in an advance in all class and commodity rates 
varying in amount according to the commodity and 
length of haul. 





By an order dated Feb. 26, 1913, I. & S. Docket No. 
226, the Commission suspended until June 28, 1913, cer- 
tain items providing for withdrawal of store-door and 
pick-up service at Washington, D. C., contained in the 
following tariffs, which are effective as indicated: 

Supplement 18 to I. C. C. No. 9050, effective Marek 
15; Supplement No. 15 to I. C. C. No. 10085, effective 
March 10; Supplement No. 12 to I, C. C. No, 10155, ef- 
fective March 10. 

By a previous order the Commission suspended until 
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the same date the operation of tariffs of various other 
carriers containing like provision and which were indi- 
cated to take effect March 1, 1913. 


By order entered March 3, I. & S. Docket No. 177, 
the Commission suspended from March 12 until Septem- 
ber 12, the operation of certain schedules published in 
Illinois Central Railroad Co. and the Yazoo & Mis- 
sissippi Valley Railroad Co, supplement No. 18 to I, C. 
C. No. 4278 and supplement No, 16 to I. C. C. No. 3818. 
The suspended schedules contain proposed advances in 
rates for the transportation of lumber between points 
in Louisiana and Mississippi, and Memphis, Tenn., and 
were previously suspended from Nov. 12, 1912, until 
March 12, 1913. 


By an order entered March 7, I. & S. No, 184, the Com- 
mission suspended from March 10 until July 8 Supplement 
No. 14 to St, Louis & San Francisco Railroad tariff I, C. C. 
No. 6190. The suspended supplement canceled through rates 
applicable to the transportation of lumber and certain 
articles manufactured therefrom, originating at points in 
Alabama, Mississippi and other states and destined to 
points north of the Ohio River, also providing that on and 
after March 10 combination rates will apply. The present 
through rate from Brownfield, Miss., to New York City is 
36% cents per 100 pounds, and the proposed combination 
rate is 44% cents, Similar increases were contemplated 
between other points. 


By an order entered March 7, I. & S. No. 231, the Com- 
mission suspended from March 10 until July 8 Supplement 
17 to Great Northern Railway tariff I. C. C. No, A-3255 and 
Supplement 6 to Minneapolis, St. Paul & Sault Ste. Marie 
Railway tariff, I. C. C. No. 2845. The suspended supple- 
ments contain advances in rates for the transportation of 
lumber, piling and other forest products in carloads, from 
Bena, Schley, Cass Lake and other points in Minnesota to 
Superior, Wis., and Duluth, Minn. The present rate be- 
tween these points is 7 cents per 100 pounds and the pro- 
posed rate 8 cents. 


EXPORT LUMBER. DEMURRAGE 


The Lumbermen’s Association of New Orleans has 
been permitted to intervene in the matter of the com- 
plaint filed by Anderson-Tully Co. et al. against Morgan’s 
Louisiana & Texas Railroad & Steamship Co. et al., the 
applicant feeling that the members composing its organi- 
zation would be vitally affected and unjustly discrimi- 
nated against if the defendants in that case are allowed 
to establish and maintain demurrage rules on lumber 
shipped under through export bills of lading other and 
different from the rules applicable on lumber shipped 
under local bills of lading for export. 

It appears that the present practice of the defend- 
ants is to issue a so-called through bill of lading for ex- 
port lumber, which shows, first, the inland or domestic 
rail rate to the port; second, the steamer rate from the 
port to foreign destination; third, the name of the 
steamer or steamship lines by which such shipments are 
to be forwarded. It is alleged that this practice has been 
in vogue for a number of years, though not covered by 
a specific tariff rule or regulation. 

During all this time it has been the practice to as- 
sess no demurrage. on export shipments moving under 
through bills of lading. Early last fall notice was served 
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on the steamship lines and agents at New Orleans, and 
on the general public, to the effect that through bills of 
lading on lumber, logs, staves and articles taking the 
same rate, for export to foreign countries except as 
otherwise provided, when originating in territory west 
of the west bank of the Mississippi River, would be is- 


sued only in connection with steamship lines or ships — 


whose agents would sign an agreement, which states, in 
brief, that in consideration of the issuance of the bills 
of lading by the railroad company and connecting car- 
riers in connection with the steamship agents who agree 
to pay the railroad on demand any and: all demurrage 
charges that may acruee at New Orleans, Westwego, 
Algiers, Gretna and Port Chalmette, upon commodities 
mentioned, when moving under through export bills of 
lading and through the port of New Orleans, provided 
that such demurrage or storage shall be assessed upon 
the same terms or conditions that apply on the com- 
modities in question when moving under local bills of 
lading consigned to or intended for steamship lines or 
steamship agents for export at the port of New Orleans. 

There are some further provisions as to when such 
demurrage shall be settled, and when, by reason of the 
shifting of ships from wharf to wharf at New Orleans, 
demurrage shall or shall not accrue. The steamship lines 
and the agents serving New Orleans have refused to 
enter into an agreement of that character with the rai: 
roads, so lumber has been moving to New Orleans on 
local bills of lading, subject to demurrage charges. This 
acts as an unjust discrimination against the lumber in- 
terests and the port of New Orleans, it is charged, be- 
cause the same conditions do not obtain at other ports 
served by the same carriers. 

The railroads have undertaken to justify the demur- 
rage rules cn the ground that by no other means can 
they procure the release of their equipment. 


FIXES TAP-LINE DATES 


The Commerce Court on February 27 set March 31 
for arguments on the merits of the Butler County Rail- 
road Co., and at the same time set March 17 for the 
taking of testimony in the four other tap-line cases. Mr. 
Glasgow and Dr. Needham appeared before the court on 
February 27 and said they believed it will be possiible for 
them to agree upon a statement of facts upon which the 
case may be submitted to the court. If they are not 
able to so agree they will be able at least to agree upon 
the points upon which testimony is to be taken, so the 
time will be considerably shortened, if it is necessary to 
take any testimory at all. 

Mr. Glasgow told the court he is distinctly opposed 
to having the case of his client connected in any way 
with the cases brought by the tap lines. He does not 
admit that his client’is in the same position as that held 
by the other petitioners in what are generally referred 
to as the tap-line cases. He suggested that he would 
prefer to have arguments on his case not even in the 
same month as is given to the other cases. His wish 
in that matter will govern, because setting March 17 for 
the taking of testimony in the other tap-line cases makes 
it impossible for arguments to be heard before April. 

Provision has been made in the general deficiency 
bill for the continuance of the court to the end of June, 
so it is without danger of being unable to do the work 
it has set out for itself that the court now takes up its 
docket for cases after March 4. 
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The Mansfield Railway & Transportation Co, and the 
Frost-Johnson Lumber Co., through H. M. Garwood and 
L. M. Walter, have filed an answer to the intervening 
petition of the Santa Fe proper and the Gulf company, 
in which they allege that the Santa Fe companies, which 
have loaned the Kirby lumber interests $2,500,000 at 4% 
per cent, instead of the going rate of from 6 to 8 per 
ent which the Frost-Johnson people claim to pay, are 
the instigators of the litigation before the Commerce 
Commission and the Commerce Court in the so-called 
tap-line matter, solely in furtherance of a plan of theirs 
to monopolize trade and transportation of yellow pine 
long the lines of the Santa Fe. They allege upon in- 
formation and belief that if the tap-line order of the 
Commission is allowed to stand their attempt at monopo- 
lization will be made easier. 

The answer quotes three paragraphs of an answer 
filed by the Kirby Lumber Co, in the suit brought against 
Kirby by the Maryland Trust Co., a trustee, to “abun- 
dantly prove’ the existence of such a scheme, first, to 
give a preference to the lumber interests along the lines 
of the Santa Fe, to the disadvantage of the petitioning 
Frost-Johnson company and other similarly situated, and, 
second, to give the Kirby. interests the monopoly be 
fore mentioned, through the Santa Fe’s agreement to 
cancel all through route joint rate tariffs under which 
the Santa Fe paid allowances to lumber roads, and then 
litigating before the Commission and the court, to have 
such tariffs declared unlawful by the Commission, so that 
the Frost-Johnson and other lumber companies similarly 
situated would have to pay the blanket rates from junc- 
tion points and the local charges of the tap lines to get 
the lumber to the junction points. 

The inference intended to be drawn is that the Santa 
Fe gives allowances to the lumber interests along its 
lines by means of loans made by it at rates of interest 
from 1% to 3% per cent below the market rate for 
money to be used in buying timber lands and developing 
them, 

The answer is along the lines indicated in the argu- 
ment on the question of the court’s jurisdiction when 
Mr. Walter made the charge that the Santa Fe, by means 
of such loans, is giving allowances which it is seeking 
to prevent other trunk lines from giving, in the form 
of divisions of the through rate. The court warned him 
at that time that such statements went to the merits 
and not to the jurisdiction, and he refrained from fur- 
ther statements along that line. 


OPPOSES DISTANCE TARIFFS 





T. H. Green, vice-president Green & De Laittre Co., 
wholesale grocers of Minneapolis, says that the passage of 
the Cashman distance tariff bill now pending in the Min- 
nesota legislature would be ruinous to the manufacturing 
and jobbing interests of the state. His reasons, in part, 
are as follows: 

“T am told that the enactment of the distance tariff 
bill will result in preventing commodity rates, such as are 
now in effect within the state. If this is true, I would 
oppose a distance tariff if for no other reason. There are 
fifteen wholesale grocery houses within the state, outside 
the twin cities and Duluth, whose business is not large 
enough to justify them in buying various articles in car- 
load lots. With present arrangements and with present 
rates, they can supply themselves with such articles from 
the stocks carried in the twin cities by manufacturers and 
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packers cheaper, carrying charges considered, than they 
could if compelled to buy in car lots and ship direct. Under 
the proposed law they will be compelled to pay local rates, 
which in many cases will be prohibitive. It will not drive 
them out of business, but will restrict them to a more 
limited territory and will place them at a disadvantage 
with their twin city and Duluth competitors, who will 
derive no benefit therefrom. It will simply mean less 
profit and a harder ‘row to hoe’ for the interior wholesale 
grocer, 

“Those in favor of the Cashman bill attribute to the 
wholesalers of the twin cities selfish motives in opposing 
it. This is true in a sense, but from an entirely different 
standpoint than that imputed. The interests within the 
state of the twin city and Duluth wholesalers lie in the 
building up of the small towns of the state and- the in- 
crease in the farming population. Anything that will serve 
to bamper or kill the manufacturing enterprises of the 
surrounding towns, which in time will grow into larger 
ones, or will prevent the establishment of new ones, is 
detrimental to the jobbers of the larger cities. The enact- 
ment of the distance tariff will surely have the effect to 
localize industries, and those that are of consequence and 
with proper facilities for extending their trade would 
surely grow into importance and be obliged to pull up 
stakes and remove to the twin cities, while those the 
nature of whose business is such as would make it impos- 
sible to do so would surely succumb to competitors from 
outside the state. This would help the city jobber locally, 
but it would be more than offset by the loss of trade occa- 
sioned by the lack of increase in population of outside 
towns. 

“A flourishing industry in any town makes more 
mouths to feed, more bodies to clothe, more houses to 
build and more supplies of every kind needed, and this is 
what interests the jobber and helps him to prosper and 
is what the farmer needs to enable him to get best results. 
My experience in life has been that it is not a good thing 
to tie oneself up too tight in any business transaction. No 
good general will plan a battle without taking into account 
the possibility of and covering his retreat. The Cashman 
bill contemplates an ironclad, rigid, inflexible schedule of 
unscientific rates, opposed to all the experience of rate 
making, from which there can be no retreat, excepting 
through the legislature, which as in the case of lowa is 
next to an impossibility. It will be a sad day for the 
state of Minnesota as a whole if the Cashmhan bill by 
any chance should become a law. 

“I know from actual observation, experience and re- 
liable information that the distance tariff law of Iowa, 
has been a death blow to the manufacturing prospects of 
the state of Iowa. The last census shows a decrease in 
the population of that state, due to the farmers abandoning 
the state for cheaper lands elsewhere and no immigration 
of workers in industrial lines to take their places.” 


EXPRESS REFRIGERATOR SERVICE. 


Wells Fargo & Co, Express has just issued a 
pamphlet of instructions governing the handling of re- 
frigerator carload business, which, if observed, should 
insure a most satisfactory service of this character. 
The rules cover in detail the responsibility of super- 
intendents, preparation of cars for loading, loading, 
inspection, way-billing, sealing, telegraphic advices of 
movement, re-icing, movement of empties, reports, ete. 
The instructions appear to cover every ordinary condi- 
tion and to be expressed with great clearness. 
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W. H. L. Nelms has been appointed commercial agent 
Georgia & Florida Railway at Atlanta, with office 
707 Fourth National Bank Building. 


Ga., 


J. J. Collister has been appointed traffic manager At- 
las Transportation Company of New York. 

Effective March 1, F. C. Moore was appointed general 
eastern agent of the Chicago & Alton Railroad, with super- 
vision over all freight and passenger traffic, headquarters 
366 Broadway, New York. 

H,. F,. De Turk has been appointed traveling freight 
agent of the Lake Erie & Western Railroad, with head- 
quarters at 689 Market street, San Francisco, Cal. 

Arthur Corr has been appointed traveling freight agent 
cof the Lake Erie & Western Railroad, with headquarters 
at 350 Broadway, New York, N. Y. 

I. Elkin Nathans has been appointed milk traffic agent 
Pennsylvania Railroad, with office 218 Arcade Building, 
Philadelphia, Pa., in charge, under the supervision of the 
freight and passenger traffic departments of the milk and 
cream traffic, vice F. B. Barnitz, promoted. W,. L. Buchan- 
an has been appointed solicitor of milk traffic with office 
218 Arcade Building, Philadelphia, Pa. 

H, C. Conley, formerly division freight agent, St, Louis 
& San Francisco, at Oklahoma City, Okla., has been made 
assistant general freight agent. 

Cc. J. Jones, traffic manager, Copper River & North- 
western and Alaska Steamship Co., with headquarters at 
Seattle, Wash., has resigned and is succeeded by John H. 
Bunch, title of genera] freight and passenger 
agent, 


with the 


_ 


Harvey E. Jones has been appointed general agent Mo- 
bile & Ohio at Mobile. His former position, that of as- 
sistant general passenger agent of the Southern in Mis- 
sissippi, has been consolidated with that of J. L. Cox, as- 
sistant general freight agent of the Southern in Missis- 
sippi and the latter has the title of assistant general freight 
and passenger agent, 

C. A, Land has been appointed general agent, Atlanta, 
Birmingham & Atlantic, at Talladega, Ala. 


L. T. Rice has been appointed commercial agent Louis- 
ville, Henderson & St. Louis, with office at Louisville, Ky. 

C. E, Trust has resigned as soliciting freight agent Mis- 
souri & North Arkansas, and is succeeded by R. C. Per- 
kins. 


C. H. Pearson has been appointed assistant general 
freight agent Alabama Great Southern at Birmingham, Ala. 

Frank T, Magan has been appointed traveling agent 
for the Lackawanna line at Chicago. 

George A. Bergen has been appointed coal traffic man- 
ager of the Erie, with office in New York. His duties will 
cover those of assistant general freight agent in charge of 
coal and coke traffic, which position has been abolished. 

Robert John has been appointed soliciting freight 
agent Gulf, Colorado & Santa Fe at Houston, Tex. 


Emerson Lucas has been appointed commercial agent 
of the Southern at Washington, D. C., succeeding M. M. 
Emmert, promoted. Mr. Lucas was formerly soliciting 
freight agent at Nashville, 


freight agent Western 
traffiiC manager, 


Thomas G. Smiley, general 
Maryland, has been appointed freight 
with office at Baltimore, 
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ON THE FIRING LINE 


Notes, Biographical and Otherwise, Concerning 
Some of Those Prominently Before the 
Commission and the Public in Mat- 
ters Relating to Traffic 


ARTHUR HALE. 


Arthur Hale, general agent of the American Railway 
Association, made a statement of the work of the asso- 
ciation in connection with weighing at the recent Chicago 
hearing in the investigation relating to rates and weighing 
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ARTHUR HALE, 


General Agent, American Railway Association. 


by the Interstate Commerce Commission. It appears that 
since the Commission has begun its investigation the 
American Railway Association has amended its rules for 
the light weighing of freight cars, and through its com- 
mittee on weighing it is investigating the subjects of 
standards for scales, their proper installation, mainte- 
nance, inspection and testing, as well as rules for weigh- 
ing. There is a probability that the association will adopt, 
in the near future, technical standards and weighing rules, 
which it is hoped will meet the views of the Interstate 
Commerce Commission, inasmuch as they will be pre- 
pared with the co-operation of the National Industrial 
Traffic League. 

Some years ago Mr. Hale was in charge of the trans- 
portation department of the Baltimore & Ohio Railroad, 
when he represented that railroad before the Commission 
in a number of cases, especially in the coal and ore 
investigation. 

Since he became general agent of the American Rail- 
way Association his appearances before the Commission, 
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although they have been on behalf of the railways, have 
not. been of a controversial nature, as Mr. Hale does not 
believe that the American Railway Association should 
enter into controversies. He has therefore testified only 
in explanation of the rules of the association and their 
effect on the railways and public. These rules of the 
association cover not only the interchange of freight 
cars between the railways, but also the use of freight 
cars by the public and demurrage. In demurrage, as well 
as in weighing, the association is working closely with 
the National Industriel Traffic League. 

Another subject of interest to the public, which has 
recently been taken up by the American Railway Asso- 
ciation, is the prevention of loss and damage, which is 
being considered by a subcommittee on marking and pack- 
ing of freight, of which Mr. Hale is also chairman. Now 
that the rules for marking and packing recommended by 
the Uniform Classification Committee have been adopted 
by the Western and Southern Classification Committees, 
it is hoped that the American Railway Association can 
help materially in the prevention of loss and damage by 
the enforcement of these rules, or by pointing out where 
they should be amended, if experience shows that this 
is necessary. 


WITH THE STATE COMMISSIONS 





California Commission has rendered a decision grant- 
ing the application of the Southern Pacific Co. to increase 
switching charges for freight in carloads from. transfer 
tracks of the State Belt Railway, in San Francisco, to in- 
dustry tracks and private sodings within the company’s 
switching limits, from $2.50 per car to 25 cents per ton of 
2,000 pounds, with a minimum charge of $5 per car. 

Louisiana Commission has issued the following order 
with reference to the transportation of live stock: 

“All railroads operating in Louisiana, upon the receipt 
of any live stock for transportation, shall, without delay, 
transport the same on first freight train passing in the 
direction of destination, unless said live stock can be 
delivered in a shorter time by some other freight train. 
Said shipment shall not be delayed for any purpose unless 
for feed and water, and any railroad handling live stock 
over its line shall feed, water and rest said live stock 
every 28 hours, unless shipper or his agent shall con- 
sent, in writing, to the release of 36 hours for feed and 
water.” 


California railroad commission in a finding published 
February 25, explains in part why it has disagreed with the 
plan approved by Attorney-General Wickersham for the 
separation of the Union Pacific and the Southern Pacific 
lines, as decreed by the United States Supreme Court. 
The finding says: 

“The essential elements of the plan of the Supreme 
Court, as agreed to by the attorney general, are: 

“First—The sale of the Southern Pacific stock by the 
Union Pacific. 

“Second—The procuring by the Union Pacific of an 
outlet to the coast over the Central Pacific; and, 

“Third—The surrender by the Southern Pacific Co. 
of so much Central Pacific line as is necessary to prevent 
the said Southern Pacific Co. from controlling a. line de- 
signed to compete with the El Paso route. 

“With the first requirement we have no direct or 
official concern, but we invite the attention of the attorney 
general to the contention of the Western Pacific Railroad 
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Co., that the syndicate formed by Kuhn, Loeb & Co., the 
Union Pacific bankers, is in effect accomplishing by indi- 
rection what the Supreme Court refused to permit to 
be accomplished directly, viz., the purchase by the stock- 
holders of the Union Pacific of the Southern Pacific stock. 

“It is urged that this banking house and the syndicate 
formed by it are controlled by the large stockholders’ of 
the Union Pacific, and that by making the Southern 
Pacific stock an undesirable instrument, the stockholders 
of the Southern Pacific Co. will be deterred from buying 
and the Union Pacific controlled syndicate will thereby 
secure control of this stock, thus leaving the Union Pa- 
cific and Southern Pacific controlled by the same stock- 
holders, and an arrangement which the Supreme Court 
has already condemned.” 

The commission also appears to apprehend a loss to 
Southern Pacific stockholders if the proposed agreement 
of sale is carried out. The following are paragraphs from 
the decision: 

“The price at which the properties covered by the 
agreement between the applicants hereto shall be sold 
or the valuation on which its rentals shall be based, as 
the case may be, shall be only such price and valuation 
as shall first have been formally approved by the rail- 
road commission. This condition shall not be held to be 
a condition precedent to the consummation of said agree- 
ment, but such sale price and rentals shall not be paid 
or become due until such approval of the railroad com- 
mission has been secured.” 

“In the event that any of the companies parties to 
the said agreement shall grant, the one to the other, or 
to any other railroad company, the use or possession of 
any of the terminals, including industrial tracks specified 
in this agreement, said company or companies granting 
such use or possession shall grant a similar privilege to 
any other competing line of railway which may make 
application therefor for an equitable consideration to the 
extent to which such facilities may reasonably be used.” 

“The rates and fares which may be filed with the 
railroad commission by any party or parties to the said 
agreement, between points within the state of California 
and growing out of the altered conditions resulting from 
such agreement, shall in no case exceed the rates and 
fares in effect between said points on the 24th day of 
February, 1913, over the lines now operated by the South- 
ern Pacific. Within sixty days from the effective date 
of said agreement the railroad parties hereto shall file 
with the commission joint rates and fares for the trans- 
portation of freight and passengers between ail points in 
the state of California, which said joint rates shall not 
exceed the present rates and fares of the Southern Pacific 
between the same points now.” 


Louisiana Commission will institute shortly a gen- 
eral investigation into the charges for switching cars in 
the state, within existing limits, and also into the limits 
at various points within which switching charges are now 
made by the various railroads. 

Arkansas railroad commission has adopted “recip 
rocal” demurrage rules, effective January 1, providing for 
penalizing the railways at the rate of $1 per car for the 
first and second days, $2 for the third day, $4 for the 
fourth day, $5 for the fifth day, and each additional day, 
for failure to furnish cars when ordered by shippers. 

Minnesota commission promises a searching investiga- 
tion into the matter of switching charges if the Supreme 
Court rules in favor of the state in the Minnesota rate 
case now pending. 
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Cenducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shal! answer simple questions relating 
to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Buliding, Washington, D. C 


Expiration Notice Contained in Tariffs. 


Illinois —“A tariff reads that it will expire on the 
20th of March. Does that mean at midnight on the 19th, 
or at midnight, at the close of business, on the 20th; in 
other words, does it remain in effect all day on the 
20th?’ 

Rule 3(f), Tariff Circular 18-A, in part, provides: 
“Any tariff may be changed upon statutory notice of 
thirty days, or, under special permission from the Com- 
mission, upon shorter notice. Therefore, a provision in 
a tariff that the same, or any part thereof, will expire 
upon a given date, is not a guarantee that the tariff, or 
such part of it, will remain effective until that date. 
The Commission considers such expiration notice unde- 
sirable, as many complications have arisen through their 
being overlooked. Such provision, if used, must be under- 
stood to mean that the tariff, or specified part of it, will 
expire upon the date named unless sooner canceled, 
changed or extended in a lawful way.” The date named 
in the tariff you describe being March 20, it follows 
from the foregoing rule that the same will be in effect 
up to midnight, or the close of business, of that date. 


* * * 


Carrier Not Obligated to Turn Traffic Over to Its 
Competitor. 


Kansas.—“‘Suppose we have a car of potatoes orig- 
inate at town ‘A,’ located in Colorado, destined to an 
Oklahoma point, the car being loaded on road ‘B,’ which 
road has a 67-cent rate in effect to the Oklahoma point 
to which the car was destined. We could have originated 
the shipment on road ‘C,’ which has a published rate of 
58 cents. We did rot route the car. Now, we under- 
stand we are entitled to the benefit of the lowest 
‘through rate.’ Would bill of lading line ‘B’ be required 
to turn the car to road ‘C’ at point of origin by means 
of mere switching, or to turn the car to road ‘C’ at the 
nearest junction point, which was not a great distance 
from point of origin, and thereby secure for us the bene- 
fit of the 58-cent rate? If the car had been switched to 
road ‘C’ at point of origin we could have secured the 
benefit of the 58-cent rate, to which should, of course, 
be added the switching charge; or, if the switching 
proposition. is impractical, should the car have been de- 
livered to road ‘C’ at nearest junction point, the proper 
rate being made up of the local from point of origin to 
junction and a rate of 58 cents from junction point to 
destination?” 

We understand your question to be that there are 
two initial lines at the town “A,” which have through 
connections to the destination point in Oklahoma, and 
that the shipment was delivered to the initial carrier, 
over whose line the higher rate was in effect, without 
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any instructions concerning the rate to apply or the 
route over which the shipment was to move, 

A shipper is entitled to the lowest through rate, in 
the absence of any shipping instructions, only when the 
initial carrier has two or more available routes over 
which the shipment could move. That is to say, if the 
initial carrier, through its connections at one junction 
point, has a through rate which is less than another 
through rate via another junction point, then the duty 
is incumbent upon the initial carrier to transport the 
shipment via the route carrying the lowest through rate. 
But this rule does not contemplate that the initial car. 
rier to whom a shipment has been delivered shall be 
required to ascertain if a competing line can carry the 
shipment at a less rate, and in that event turn it over 
to such line. If the shipper could have availed himself 
of the lower rate by delivering the shipment to the 
proper carrier at point of origin, it was his duty to do 
so. Having delivered it to the road carrying the higher 
rate, this road was under no obligation to deliver it to 
its competitor, and consequently is not chargeable with 
misrouting as contemplated in the Commission’s rule. 
It is, of course, not required that rates shall be the 
same over all lines between the same points, and a lower 
rate via the lines of one carrier is not of itself proof of 
the unreasonableness of the higher rate via a competing 
line. See the Commission’s decision in the case of Mc- 
Lean Lumber Co. vs. L. & N. R. R. Co. et al., 22 I. C. C., 
349, in which the foregoing views were substantially ex- 
pressed. 

a * oo 


Carrier’s Right to Compensation. 


Missouri.—“A car of building material shipped from 
a point in Missouri to a point in another state on a 
bona fide order reached destination without undue 
delay and in good order but was refused by consignee 
upon arrival without any satisfactory explanation of 
his refusal. After considerable demurrage charges had 
accumulated, the material was finally sold for freight 
charges, realizing only about 5 per cent of total accrued 
charges. The delivering line now undertakes to col- 
lect amount of accrued charges from the shipper under 
the Conference Ruling of the Commission that carriers 
must exhaust all legal resources to collect published 
tariff rates or undercharges in those rates. Shippers 
take the position that this was low grade material for 
which they received nothing except a small charge made 
by them to cover cost of loading on car at point ot 
shipment, and did not guarantee payment of charges at 
destination, and that they as shippers and the con, 
signee never derived any revenue from the shipment, 
and that so far as they, the shippers, are concerned, 
they are under no obligation to settle with the deliver- 
ing carriers under the Interstate Commerce law. Our 
experience is that in such cases as this, when freight 
is refused and sold for charges, the amount realized is 
prorated among the interested carriers on revenue basis, 
which concludes the transaction.” 


The Act requires common carriers to charge just 
and reasonable rates for any service rendered in the 
transportation of property, and under rules 156 and 
187, Conference Rulings Bulletin 5, the Commission re- 
quires the carriers to collect the lawful rates or to ex- 
haust their legal remedies in so doing, but leaves them 
to their common law right in suing either consignee 
or consignor for the same. At common law, either the 
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ynsignor or the consignee was liable for the freight; 
the former, under implied contract, and the latter as 
the prima facie owner of the goods. The carrier might 
even demand its compensation for the carriage of goods, 
in advance, and make its payment a condition of the 
.cceptance of the goods. If it does not, it may recover 
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the amount of charges after it has performed the serv- 
ice. If, therefore, the consignee refuses to accept the 
goods, and the proceeds of the sale made in accord- 
ance with the statute were not sufficient to pay the 
carrier’s charge, an action for the remainder would 
properly lie against the consignor. 





March 15—Hearing at Chicago, Ill., before Special Ex- 
aminer Hillyer. 

Case No, 5154—Morton Salt Co. et al vs. M. L. & 
T. R. R. & S. 8S. Co. et al. 

Case No. 5232—Vehicle Supply Co, vs. Louisiana 
Railway & Navigation Co, et al. 

Case No. 5204—Herman H. Hettler Lumber Co. vs. 
Mississippi Central Railroad Co. et al. 

Case No. 5383—Orgill Bros. & Co. vs. Illinois Cen- 
tral Railroad Co. 

Case No. 5446—Orgill Bros. Co. vs. L. & N. R. R. 
Co. et al. 

March 15—Hearing at Syracuse, N. Y., before Specia] Ex- 
aminer Rynder: 

Case No, 5381—Diana Paper Co. vs. N. Y. C. & H, R. 
R. R. Co, at # 

March 15—Arguments at Washington, D. C. 

*Case No. 4650—Pittsburgh Steel Co. vs. L. S. & M, S. 
Ry. Co. et al. 

March 17—Hearing at Washington, D. C.: 

Case No. 5292—Eastern Wheel Manufacturers’ Assn. 
et al. vs. Ala. & Vicks. Ry. Co. et al. 

March 17—Hearing at Washington, D. C., before Special 
Examiner Gerry. 

I. & S. No. 185—Advances on coal and other com- 
modities between Zeigler, Ill., and points in Missouri, 
Iowa, and other states by cancellation of Joint rates in 
connection with the Chicago, Zeigler & Gulf R. R. 

March 17—Hearing at Chicago, Ill., before Special Ex- 
aminer Hillyer. 

Case No. 5162—-Olson Rug Co. vs. A. T. & S. F. 
Ry. Co. et al. 

March 17—Hearing at Kansas City, Mo., before Special 
Examiner Eddy. 

I. & S. No. 179—Advances on plaster, gypsum rock, 
stucco and plaster board from Blue Rapids, Kan., to 
points in Arkansas, Kansas and Missouri. 

I. & S. No, 200—Advances on butter and eggs from 
Topeka, Kan., to Memphis, Tenn., and other points. 

Case No. 5387—National Syrup Co. vs. C. & N. W. Ry. 
Co. et al. 

March 17—Hearing at Buffalo, N. Y., before Special Ex- 
aminer Rynder: 

Case No. 5456—George H. Mills vs. Buff. & Susq. 
Ry. Co. et al. 

March 17—Hearing at Philadelphia, Pa., before Special 
Examiner Elder: 

I. & S. No. 212—Cement rates from Pennsylvania to 
New Jersey points. 

March 17—Hearing at Norfolk, Va., before Special Exam- 
iner Smith: 

Case No. 5395—Hampton Mfg. Co. vs. Old Dom. S. S. 
Co. et al. 

March 17, 18 and 19—Arguments at Washington, D. C. 

Applications for relief from provisions of the Fourth 
Section filed by carriers in southwestern territory 
with respect to class and commodity rates from New 
York City, Ohio River Crossings and New Orleans, La., 
to South Atlantic and Gulf port points on navigable 
rivers and Atlanta, Ga., Birmingham, Ala., Cordele, 
Ga., and Rome, Ga. 

March 19—Hearing at Charlotte, N. C., before Special Ex- 
aminer Smith: 

Case No. 5366—Enterprise Mfg. Co. vs. So. Ry. Co. 
et al. 

Case No, 5380—R. E. & C. E. Mason vs. A. C. L. R. R. 
Co. et al. 

Case No. 5342—Williams & Shelton Co. et al. vs, S, A. 

L. Ry. Co. et al. 


Docket of The Commission 





March 20—Hearing at Charleston, W. Va., before Special 
Examiner Boyle. 
oc" te No. 5336—McGaa Coal Co. vs. Coal & Coke 
y. Co. 
Case No. 5358—Morris Fork Coal Co. vs. Coal & Coke 
Ry. Co. 
March 20—Hearing at Greenville, S. C., before Special] Ex- 
aminer J. R. Smith: 
Case No. 5257—D. W. Alderman & Sons Co. vs. Sou. 
Ry. Co. et al. 
Case No. 5313—J. W. Sproles vs. S. A. L. Ry. Co. et al. 
Case No. 5461—Hudson & Rigby vs. Hampton & 
Branchville R. R. Co. et al. 
March 20—Hearing at Washington, D. C., before Special 
Examiner Prouty, 
*Case No, 5391—German Kali Works vs. A. T. & S. F. 
Ry. Co. et al. 
March 21—Hearing at Columbia, S. C., before Special Ex- 
aminer J. E, Smith:: 
Case No. 5442—Southern States Supply Co. vs. Sou. 


Ry. Co. et al. 
Case No. 4656—Columbia Chamber of Commerce vs. 


So. Ry. Co. et al. 
March 24—Hearing at Savannah, Ga., before Special Ex- 
aminer J. E. Smith: 
Case No. 5385—American Naval Stores Co. vs. L. & 
N. R. R. Co. 
March 24—Hearing at St. Louis, Mo., before Special Ex- 
aminer Boyle. 
Case No. 5306—Alton Board of Trade vs. C. & A. 
R. R. Co. et al. 
Case No. 5410—Milliken Refining Co. vs. St. L. & S. F. 
R. R. Co. et al. 
March 25—Hearing at Tampa, Fla., before Special Exam- 
iner J. E. Smith: 
Case No. 4740—Florida Citrus Exchange vs. S. A. L. 
Ry. Co. et al. 
March 26—Hearing at Valdosta, Ga., before Special Ex- 
aminer J, E. Smith: ‘ 
Case No, 5138—Oliver Kibbee Jelks vs. A. C. L. R. R. 
Co, et al. 
Case No. 5427—Daugherty, McKey & Co. vs. Fla. 
East Coast Ry. Co. 
March 26—Hearing at Kansas City, Mo., before Special 
Examiner Boyle. 
I. & S. No, 201—Advances on various commodities be- 
tween Missouri River points. 
March 28—Hearing at Tallahassee, Fla., before Special 
Examiner J. E. Smith: 
Case No. 5195—R. R. Commission of Florida vs. A. C. 
L. R. R. Co. et al. 
March 31—Hearing at Des Moines, Iowa, before Special 
Examiner Boyle. 
Case No. 5441—Iowa & Southwestern Ry. Co. vs. 
cC., B. & Q. R. R. Co. 
March 31—Hearing at New Orleans, La., before Special 
Examiner J. E. Smith: 
Case No. 4330—New Orleans Bd. of Trade vs. IIl. 
Cent. R. R. Co. et al. 
Case No, 5287—Cornie Stave Co. vs. C. R. I & P. Ry. 
Co. 
Case No. 5341—Lyon Cypress Lumber Co. vs. Yazoo 
& Miss. Valley et al. 
April 1—Hearing at Nashville, Tenn., before Special Ex- 
aminer Gaddess. 
*Fourth Section Application No. 458 of the N. C. & 
St. L. Ry. 
April 1—Hearing at Chicago, Ill., before Special Examiner 
Boyle. 
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I. & S. No. 208—Advances in class and commodity 
rates by carriers operating between New Orleans, La., 
and other points in the South and points in Ilinois. 

lL & S. No. 215—Potato carload minimum weights. 

April 2—Hearing at Montgomery, Ala., before Special Ex- 
aminer J, E. Smith: 

I. & S. No. 145—Advances on lumber in carloads 
from Lockhart, Ala., and Samson, Ala., and other points 
to Washington, D. C., Baltimore, Md., and other destina- 
tions. 

April 2—Arguments at Washington, D. C. 

*Case No. 5335—Atlantic Packing Co. of Baltimore 
City et al. vs. American Express Co, et al. 

*Case No, 2713—Michigan Hardwood Manufacturers’ 
Assn. et al. vs, Transcontinental Freight Bureau et al. 

*Case No. 4895—Boston Chamber of Commerce et 
al. v. A. T. & S. F. Ry. Co. et al. 

April 3—Hearing at Memphis, Tenn., before Special Exam- 
iner Gaddess. 
*Fourth Section Application No. 2045 of the Ill, Cent. 
R. R, Co, 
April 3—Arguments at Washington, D. C. 

*Case No. 5241—Iowa State Board of R. R. Commis- 
sioners vs. Ariz. East. R. R. Co. et al, 

*Case No. 5200—Wheeler & Motter Mercantile Co. et 
al, vs. A. T. & S. F. Ry. Co. et al. 

*Case No. 5060—John Taylor Dry Goods Co. vs, Mo. 
Pac. Ry. Co, 

*Case No. 5283—Hicks Puller Pierson Co. et al. Vs. 
Cc. B. & Q. R. R. Co. et al. 

*Case No. 5286—M. E,. Smith & Co. et al. vs, C. B.. & 
Q R. R. Co. et al. 

April 3—Hearing at Memphis, Tenn., before Special Ex- 
aminer Gaddess. 

*Fourth Section Application No. 1952 L. & N. R. R, Co. 

April 4—Hearing at Birmingham, Ala., before Special Ex- 
aminer J. E. Smith: 

Case No. 5259—Patent Vulcanite Roofing Co. vs. C. C. 
Cc. & St. L., et al. 

Case No. 5339—Coosa Lumber Co. vs. Sou. Ry. Co. 

Case No. 5357—Western Grain Co. vs. Eastern Ry. of 
N. M. et al. 

April 4—Hearing at Chicago, Ill., before Special Examiner 
Boyle. 
Case No, 5273—R. W. Pridham Co. vs. So. Pac. et al. 
April 4—Arguments at Washington, D. C. 

*I & S. No. 196—New regulations and practices gov- 
erning the switching of coal and coke in carloads from 
connecting carriers destined to certain stations on the 
Chicago, Milwaukee & St. Paul Ry. located within the 
limits of the Chicago Switching District. 

April 4—Arguments at Washington, D. C. 

*Case No. 3776—Michigan Railroad Commission et al. 
vs. P. R. R. Co, et al. 

*Case No, 4718—Cherokee Lumber Co. ys. A. C. L. 
R. R. Co, et al. 

April 5—Hearing at Chattanooga, Tenn., before Special Ex- 
aminer J. E. Smith: 

Case No. 5409—American Brake Shoe & Foundry Co. 
vs. Belt Ry. of Chattanooga et al. 

April 5—Hearing at Salt Lake City, Utah, before Special 
oxaminer Settle. 

*Case No. 5365—C. A. Smurthwaite Grain & Milling 
Co. vs. O. S. L. R. R. Co. et al. 

*Fourth Section, Application No. 909, O. S, L. R. R. Co. 

April 5—Arguments at Washington, D. C. 

*I. & S. No. 195—Advances on wheat from Kansas 
City, Mo:, and other points to Edwardsville, Ill., Law- 
renceville, Ill., and other points. 

*I. & S. No. 198—Advances on grain products from 
Southern Illinois points to points in Texas. 

*Case No, 5267—Sea Gull Specialty Co. vs. B. S. P. 
Co. et al. 

*Case No, 4919—G. Heileman Brewing Co. vs. C. B. & 
Q. R. R. Co. et al. 

April 7—Hearing at Bristol, Va.-Tenn., before Special Ex- 
aminer J. E, Smith: 

Case No. 5444—Bristo] Door & Lumber Co. vs. Caro- 

lina C. & O. 

Case No. 5494—Bristol Door & Lumber Co. vs. Sou. 
Ry. Co. et al. 

April 7—Hearing at Frankfort, Ky., before Special Ex- 
aminer Gaddess. 
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*Fourth Section Application No, 1952 L, & N. R. R. c& 
April 7—Hearing at Reno, Nev., before Special Examiner 
Thurtell. 
*Case No. 5457—Goldfield Consolidated Mines Co. \v 
Pa. Co. et al. S 
*Case No. 5458—Goldfield Consolidated Mines Co, v 
San P., Los A. & S. L. R. R. Co. et al. 
*Case No, 5459—Goldfield Consolidated Mines Co, vs 
Mo. Pac. et al, 
*Case No. 4952—Geo. R. Horn et al. vs. Boca & Loyal 
ton R, R. Co. et al. 
April 8—Hearing at Lynehburg, Va., before Special Ex 
aminer J. E. Smith: 
Case No, 4794—Massie Pierce Lumber Co. et al. vs. 
Norf. & West. Ry. Co. et al. 
April 9—Hearing at Spokane, Wash., before Special Ex- 
aminer Settle. 
*Case No. 5438—E. H. Stanton Co. vs. No, Pac. Ry. Co 
et al. ; 
*Case No. 5453—Northern Mercantile Co. vs. Spokan« 
Int. Ry. Co. et al. 
*Case No. 5495—John W,. Graham & Co. vs, Spokane 
Int. Ry. Co. et al. 
*Case No. 5499—Lamb Davis Lumber Co. vs. Gt. Nor. 
Ry. Co, et al. 
April 9—Arguments at Washington, D. C. 
*Case No, 5295—Toledo Produce Exchange vs, Ann 
Arbor R. R. Co. et al. 
*Case No. 3309—Memphis Grain & Hey Assn. vs. Ann 
Arbor R. R. Co. é@t al. 
*Case No, 5165—Memphis Merchants’ Exchange vs. T.., 
St. L. & W. R. R. Co, et al. 
*Case No. 5226—Memphis Freight Bureau vs. B. & O 
R. R. Co. et al. 
April 10—Arguments at Washington, D. C. 
*Case No, 5082—Mesilla Valley Produce Exchange vs 
A. T. & S. F. Ry. Co. et al. 
*Case No. 5340—Sligo [ron Store Co. vs. St. L. & S. F. 
R. R. Co. et al. 
*Case No. 4872—Brownsville Cotton Oil & Ice Co. vs. L. 
& N. R. R. Co. et al. 
*Case No. 5014—Brownsville Cotton Oil & Ice Co. vs. 
C. R. I. & P. Ry. Co, et al, 
April 11—Argument at Washington, D. C. 
*Case No. 4461—Atlanta Freight Bureau vs. N. C. & 
St. L. Ry. Co, et al, 
*Case No. 4637—Atlanta Freight Bureau vs. Soy Ry. 
Co. et al. 
April 11—Hearing at Phoenix, Ariz., before Special Ex- 
aminer Thurtell. 
*Case No. 4981—Pacific Creamery Co. vs, So. Pac. Co. 
et al. 
*Case No. 4982—Pacific Creamery Co. vs. So. Pac. Co. 
et al. 
*Case No. 5120—B. Maier & Co. vs. So. Pac. et al. 
*Fourth Section Application Nos. 1161 and 1118 Sou. 
Pac, Co. 
April 11—Hearing at Portland, Ore., before Special Exam- 
iner Settle. 
*Case No. 5404—Booth Kelly Lumber Co. vs. Amador 
Cent. R. R. Co. et al. 
*Case No, 5477—Henry Weinard Brewery vs. C. H. & 
D. Ry. Co, et al. 
April 12—Argument at Washington, D. C. 
*I. & S. No. 213—Lumber rates from Mississippi to 
Eastern points. 
April 14—Hearing at San Francisco, Cal., before Special 
Examiner Settle. 
*Case No. 5377—Mogenson Wells Co. vs. Erie R. R. Co. 
*Case No. 5417—Frank L. McGillan et al. vs. So. Pac. 
Co. 
*Case No. 5428—Dunbar Hansen Co. vs. C. & E, I. R. 
R. Co. et al. 
*Case No. 5439—Cuyler Lee vs. A. T. & S. F. Ry. Co. 
et al. 
*Case No. 5440—Pelton Water Wheel Co. vs. Pa. Co. 
et al. 
*Case No, 5468—M. G. West Co. vs. Erie R, R. Co. 
et al. 
*Case No, 5493—Dunbar Hansen Co. vs. So. Pat. Co. 
et al. 
April 17—Hearing at Chicago, Ill., before Special Exam- 
iner Thurtell. 
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*Fourth Section Applications Nos.: 
542—Alabama Great Southern R, R. Co. 
1024—-Atlanta & West Point R, R. Co. 
972—Atlanta Birmingham & Atlantic R. R. Co, 
704—Atlantic Coast Line R. R. 
1530—Central of Georgia Ry. Co. 
3965—Cincinnati, New Orleans & Texas Pacific Ry. Co. 
3918—Georgia Railroad. 
789—Georgia & Florida Ry. 
2029—Georgia Southern & Florida Ry. Co. 
2045—Illinois Central R. R. Co, 
1953—Louisville & Nashville R, R. Co, 
2234—Macon & Birmingham Ry. Co. 
2138—Mobile & Ohio R. R. Co. 
458—Nashville, Chattanooga & St, Louis Ry. 
601—New Orleans & Northeastern R. R, Co. 
2459—St, Louis & San Francisco R. R. Co, 
1573—Seaboard Air Line Ry. 
1548—Southern Ry. Co. 
3912—Tennessee Central R. R. Co. 
1021—Western Ry. Co. of Alabama, 
2043—Yazoo & Mississippi Valley R. R. Co. 
April 18—Hearing at Phoenix, Ariz., before Special Ex- 
aminer Settle. 
*Case No. 5235—Edward Isle vs. A. T. & S. F. Ry. Co. 
et al. 
Case No. 4264—M. W. Thompson vs. A. T. & S. F. Ry. 
Co. et al. 
*Case No. 5422—Arizona Corporation Commission vs. 
A. T. & S. F. Ry. Co. et al. 
*Case No. 5423—Arizona Corporation Commission vs: 
Ariz. & N. M. Ry. Co. et al. 
April 23—Hearing at El Paso, Tex., before Special Ex- 
aminer Settle. 
*Case No. 5112—Bert Ramsey & Co. et al. vs. Rio 
Grande & El Paso R. R., Co. et al. 
April 25—-Hearing at San Antonio, Tex., before Special] Ex- 
aminer Settle, 
*Case No. 5390—Eagle Pass Lumber Co. vs. G. H. & 
S. A. Ry. Co. et al. 
April 28—Hearing at Galveston, Tex., before Special] Ex- 
aminer Settle. 
*Case No. 5311—Galveston Commercial Assn. et al, vs. 
L. V. R. R. Co. et al. 
*Case No. 5333—Thos. E, Edwards vs. G. C. & S. F. 
Ry. Co. et al. 
*Case No. 1277—Car] Eichenberg vs. So. Pac. Co. et al. 
May 2—Hearing at Houston, Tex., before Special Examiner 
Settle. 
*Case No. 5414—W. W. West Co. vs. Int. & Gt. Nor. 
Ry. Co. et al. 
*Case No, 5430—Port Arthur Rice Milling Co. vs. Tex- 
arkana & Ft. S. Ry. et al. 
May 5—Hearing at Little Rock, Ark., before Specia] Ex- 
aminer Settle. 
*Case No. 4387—Lena Lumber Co. et al. vs. C. R. I. & 
P. Ry. Co, et al, 


COMPLAINTS 


Digest of New Petitions Filed with the Interstate 
Commerce Commission 


No. 5541. Dewey & Co., of Plano, Ill., against the Grand 
Trunk Western et al. 

Alleges unjust, unreasonable, excessive, discriminatory 
rates on vehicles between Kalamazoo, Mich., and Plano, 
Ill., the through rate being in excess of the combination 
of the locals. The fixing of a reasonable maxima rate 
asked for, and reparation. 

No, 5542. E. C. Griswold et al., of Ellettsville, Ind., against 
Chicago, Indianapolis & Louisville Railway Co. 

Excessive charge on shipment of stone from Elletts- 
ville, Ind., to Detroit, Mich., due to alleged failure to 
deduct rack allowances. Reparation asked for. 

No. 5543. J. F. Dale Sand Co., of La Grange and Sauls- 
bury, Tenn., against the Southern Railway et al. 

Against a proposed increase of 15c per ton on sand 
to Birmingham, Ala., and points taking Birmingham rate. 
Ask for the establishment of maxima rates for future 
shipments. 
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No, 5544. Capital City Oil Co., of Baton Rouge, La., 
against the Texas & Pacific, et al. 

Excessive, unreasonable and unjust rate on _ ship- 
ments of alfalfa hay from El Paso, Tex., to Baton Rouge, 
La. Ask for the affixing of maxima rates and reparation. 

No. 5545. Fitzsimmons-Palmer Company, of Duluth, Minn., 
against the Missouri Pacific et al. 

Excessive rates on shipments of apples from points 
in Missouri and Kansas to Duluth, by reason of the ab- 
sence of joint through rates. The establishment of 
reasonable and just joint through rates asked and repara- 
tion. 

No. 5547. Chanslor & Lyon Motor Supply Co. et al. of 
erage against the Pennsylvania. Railroad Co. 
et al. 

Alleges unjust and unreasonable charge upon electric 
warning signals from Jersey City to San Francisco, aris- 
ing from imposition of,double first-class rate on theory 
that they were automobile horns. Demands cease and 
desist order and reparation. 

No. 5548. Maine Spinning Co. of Skowhegan against the 
Boston & Maine R. R. et al. 

Alleges imposition of wrong rates on wool tops from 
Wilton, N. H., to Skowhegan, Maine. Demands cease 
and desist order and reparation. 

No. 5549. Stearns & Culver Lumber Co. of Milton, Fla., 
against the Louisville & Nashville et al. 

Alleges unjust and unreasonable charge on locomotive 
on its own wheels from .Erie, Pa.; te Milton, Fla. 

No. 5550. J. T. Hardeman Hat Co. of Seattle, Wash., 
against the New York Central & Hudson River R. R. Co. 
et al. 

Alleges overcharge on three cases of caps. Demands 
cease and desist order and reparation. 

No. 5551. T. C. Long & Co., Huntsville, Ark., against St. 
Louis & San Francisco. 

Alleges overcharge on shipment of hogs from Spring- 
dale, Ark., to St. Louis, Ill. (Sic). Demands cease and 
desist order and reparation. 

No. 5552. Daniel B. Curll of Philadelphia, Pa., against 
the Chesapeake & Ohio Railroad Co. et al. 

Overcharges on shipments of hardwood lumber from 
points in Virginia to destinations in Pennsylvania, due 
to alleged misrouting and errors in weight. Reparation 
demanded. 

No. 5553. J. W. Butler Paper Co. of Chicago, Ill., against 
New York Central & Hudson River R. R. Co. et al. 

Excessive, unreasonable and unjust charges on ship 
ment of printing paper from Felts Mills, N. Y., to Rich- 
mond, Mich. Ask for .the establishment of maxima 
rates and reparation. 

No. 5554. Richmond-Eureka Mining Co. of Eureka, Nev., 
against Eureka Nevada Railway Co. et al. 

Against increases in rates for the transportation of 
ore from the mines at Ruby Hill, Nev., to Midvale, 
Utah, the result of cancel-out through rates and leav- 
ing in effect rates that are the combinations of the 
locals. Ask that the former rates be restored on all 
ores from Ruby Hill to Midvale; that defendants be 
required to establish rates of $4 per ton on mine run 
or slack coal from Rock Springs, Wyo., to Ruby Hill 
and of $4.25 from Price, Hiawatha and Mohrland, Utah; 
that they be required to re-establish a rate of $8 on 
ties and of $8.70 on mining timbers from Portland, 
Ore., and that they be required to furnish sufficient 
number of cars for the working of the mines at Ruby 
Hill. 7} 

No. 5555. Metropolis Bending Co. of Metropolis, IIl., 
against the Baltimore & Ohio Railroad Co. et al. 

Excessive charges on a shipment of sawmill machin- 
ery from Canton, O., to Kelly, La., due to alleged error 
in classification. Ask for a cease and desist order and 
reparation. 

No. 5556. United States Gypsum Co. of Eldorado, Okla., 
against St. Louis & San Francisco Railroad Co. et al. 

Alleges unjust and unreasonable rates and charges 
on shipments of cement plaster, from Eldorado, Okla., 
to Eldorado, Ark. Ask for a rate not to exceed 25 
cents and reparation. 

No. 5557. Kitto Boiler & Tank Co. of Canton, O., against 
the Erie Railroad Co. et al. 

Alleges unreasonable charges upon riveted steel pipe 
bridge piers, sent from Canton, O., to Jersey City, for 
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export, in that 21 cents per 100 was imposed, whereas 
the complaint contends that 13.5 cents was the legal 
rate. Demands reasonable rate and reparation. 

No. 5558. Hughes Creek Coal Co. of Hugheston, W. Va., 
et al., against the Kanawha & Michigan Railway et al. 

Alleges that the Chesapeake & Ohio and the Kanawha 
& Michigan, which they assert, upon information and 
belief, are under the same control, discriminate against 
them in favor of mines on New River by refusing to 
make joint rates over through routes to the East on 
coal originating in the territory of the complainant. 
Demands through routes and joint rates to the East 
and points north of the Ohio River, other than the lake 
ports to which through routes and joint rates now apply. 

No. 5559. CC.’ W. Hull Co. of Omaha, Neb., against Elgin, 
Joliet & Eastern Railway Co. et al. 

Allege imposition of erroneous weight on anthracite 
nut coal from Waukegan, Ill., to Pacific Junction, Ia. 
Demand cease and desist order and reparation. 

No. 5560. Town of Pelham, Ga., against the Atlantic 
Coast Line et al. 

Alleges discriminations in class and commodity rates, 
in and out bound, against Pelham and in favor of Ash- 
burn and other nearby points in Georgia. ~Demand rea- 
sonable maxima rates. 

No. 5561. City of Camilla, Ga., against the Atlantic Coast 
Line et al. 

Allegations and prayer the same as in the foregoing. 

No. 5562. The City of Sylvester, Ga., against the Atlantic 
Coast Line Railway Co. et al. 

Discriminatory rates, as against other point in Georgia 
similarly located but not specifically named, both as to 
classes and commodities. Ask for the establishment of 
maximum rates for the transportation of-freight between 
Sylvester, Ga., and points in Alabama, Tennessee and 
Florida. 

No. 5563. Corrigan, McKinney & Co., of Cleveland, Ohio, 
against the Minneapolis, St. Paul & Sault Ste. Marie 
Railway Co. 

Against the proposed increase in storage charges on 
iron ore, carloads, on docks, after the first ten days to 4 
cent per gross ton on iron ore moving between Wiscon- 
sin and Michigan points. Ask for a flat rate, to include 
loading charges, of not in excess of 40 cents per gross ton 
and reparation. 

No. 5564. The Atha Tool Co., of Newark, N. J., against the 
Nashville, Chattanooga & St. Louis Railway Co. et al, 

Excessive, unreasonable and unjust rates on lumber 
moving between Alabama and Tennessee points and 
Newark, N. J. Ask for the establishment of maximum 
rates on rough lumber between the points named and 
reparation. 

No. 5565. Scott-Mayer Commission Co., of Little Rock, Ark., 
against Chicago, Rock Island & Pacific, et al. 

Unjust, unreasonable and discriminatory rates on ship- 
ments of green apples, between points in Pennsylvania 
and Virginia, and Memphis and Little Rock. Maximum 
rates asked for and reparation. 

No. 5566, The American Lumber and [Manufacturing Co., of 
Pittsburgh, Pa., against the Detroit, Toledo & Ironton 
Railroad et al. 

Unreasonable, excessive rates on shipments of lumber, 
carloads, from Ironton, Ohio, and Mackinaw City, Mich. 
Ask for reasonable rate and reparation. 

No. 5567. Beatrice Commercial Club, Beatrice, Neb., vs. 
Chicago, Burlington & Quincy et al. ' 

Alleges higher rates on hard coal to Beatrice from 
Milwaukee, Chicago, East St. Louis than to Lincoln, re- 
sulting in undue prejudice and disadvantage. Demand 
reasonable rates not in excess of those to Lincoln and 
reparation. 

No. 5568. Herman H. Hettler Lumber Co., Chicago, vs. 
Gulf & Ship Island et al. 

Alleges excessive charges on shipment of lumber from 
Collins, Miss., to Stubenville, Ohio, owing to erroneous 
delivery. Demands reparation. 

No. 5569. Holt Mfg. Co., Spokane, vs. Oregon-Washington 
Railroad and Navigation Co. et al. 

Alleges excessive charge on shipment of one caterpillar 
gas engine from Portland, Ore., to Spokane, due to mis- 
routing. Reparation demanded. 

No. 5573. Jetter Brewing Co., of South Omaha, Neb., 
against the Chicago, Burlington & Quincy Railroad Co. 
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Alleges excessive, unjust, unreasonable and di 
criminatory rates on wooden bungs from the Missi 
sippi River to South Omaha, of 41 cents. Ask for 
the following rates: St. Louis to South Omaha, 2: 
cents; from the Mississippi River to South Omaha 
on shipments originating east of the Mississippi 
River, 24 cents; also for reparation. 

No. 5574. Pennsylvania Paraffine Works, of Titusvill: 
Pa., against the Pennsylvania Railroad Co. 

Alleges failure, neglect and refusal on the part of 
the carrier to furnish cars and other requisites fo: 
the transportation of the products of complainant and 
in response to requests for tank cars, sufficient for 
the movement involved they have replied: “We beg 
to say that the railroad company is not prepared to 
increase its tank car equipment, but is prepared to 
transport the commodities in question when properly 
contained in barrels or other similar containers at 
rates that are fair, reasonable and non-discriminatory.” 
It is urged that to ship in this manner would be 
entirely too expensive a proposition and would add 
25 per cent to the transportation charges; it is 
further urged that the use of tank cars is a necessity 
for the proper conduct of this phase of the transporta 
tion business, and that in the absence of the company 
furnishing them, the complainant has been compelled 
to furnish such cars itself. They ask for a hearing 
and investigation and an order to the Pennsylvania 
requiring them to furnish the necessary transportation 
facilities for this business. 

No. 5575. Tennessee Copper Co., of New York City 
and Tennessee, against Louisville & Nashville. 

Against a double first-class rate on dynamite or 
other high explosives, which has been found to be 
unreasonable by the Commission in its case No. 2014. 
They ask for the 48-cent rate therein provided and 
reparation of $9,255.08 on shipments from Knoxville 
to Copper Hill, Tenn. 

No. 5576. Briggs & Turivas, Chicago, Ill., against the 
Chicago, Milwaukee & St. Paul et al. 

Charges that the rate on scrap iron of $1.75 per 
gross ton, from Mayville, Wis., to Harvey, Ill. is 
unreasonable and unjust. Ask for the establishment 
of a maxima rate and reparation. 

No. 5577. John A. Cranston Lumber Co., of Wilmington, 
Del., against the Norfolk Southern Railroad Co., et al. 

Alleges excessive charges on shipment of dressed 
white cedar shingles from Elizabeth City, N. C., to 
Shelbyville, Del., due to alleged error in weighing. 
Reparation demanded. 

No. 5578. Albert Miller & Co., of Chicago, [ll., against 
the Chicago & Northwestern et al. 

Allege unjust and unreasonable charge on shipments 
of potatoes from Wisconsin points to destinations in 
Tennessee, Alabama and Chicago, due to alleged errors 
in weight. Reparation demanded. 

No. 5579. Albert Jacob, of Leesville, La., against the 
Southern Pacific et al. 

Against an excess in the first-class merchandise rate 
of 35 cents from New York to Leesville as discrimi- 
natory in favor of Mansfield, to which point they 
voluntarily reduced the rate in September of last 
year. Reparation demanded, and the establishment of 
maxima rates. 

No. 5580. Wesserunset Worsted Co., of Skowhegan, 
Maine, against the New York, New Haven & Hartford 
Railway Co. et al. 

Against an assessment of the first-class rate of 
46 cents on shipment of 117 shipments of woolen yarn 
from Woonsocket, R. I., to Worcester, Mass., Port- 
land and Skowhegan, Maine, as being unjust and 
unreasonable. Ask for the fixing of a rate not to 
exceed 24 cents and reparation. 

No. 5581. Citizens of Falls Church, Va., against the 
Washington Utilities Co. 


Alleged unreasonable, excessive and unjust rate as 
passenger fares between Washington, D. C., and points 
on the line of defendant, by reason of the fact that 
they will not sell monthly or quarterly individual com- 
mutation tickets at usual rates, or at rates sold by 
other roads that they charge a 5-cent fare within the 
limits of the district. Ask that city fare charge shall 
cease, that they be ordered to issue 25, 52 and 160- 
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trip family tickets between Falls Church and vicinity 
and the terminal of the defendant in Washington. 
Also that the maximum fare for single and round 
trips shall be 10 cents and 20 cents respectively. 
No. 5582, Ryan & Newton Co., of Spokane Wash., 
against the Northern Pacific Railway Co. et al. 

Alleges unfair, unreasonable and discriminatory 
charge on a carload shipment of grape fruit from 
Jacksonville, Fla., to Spokane, Wash. Reparation 
asked on the proportional part of that rate from East 
St. Louis to Spokane, according to what is termed 
a “just” tariff on file. 

No. 5583. Columbia Laundry Co. et al., of Greensboro, 
N. C., against Southern Railway Co. et al. 

Alleges unjust, unreasonable, preferential and dis- 
criminatory rates for the transportation of bituminous 
coal and coke in carloads from West Virginia field, 
to Greensboro, N. C. Ask for reasonable rates and 
reparation, 


ALLEGE OIL DISCRIMINATION 





On March 12 arguments were made in the three 
oil cases set a§ one, as they practically involve the 
same propositiogi, amney A el 

4645, Lake Carrier apt vs. Pittsburgh & Lake 
Erie Railroad Co. et al. 

4870, Wadhams Oil Co. vs. Same. 

4786, Pittsburgh Oil Co. vs. Same. 

Cc. D. Chamberlain represented complainants in each 
case, which involve alleged discrimination against Ne- 
villes’ Island and Coraopolis, and in favor of other points 
in the same group, principally Oil City. _Being in the 
same group it was urged that they should enjoy the 
same rates in the same direction to all points on ap- 
proximately equal distances. It was further urged that 
simply because one or two lines running out of Buffalo, 
in order to attract freight by way of an unusual route 
from Buffalo and vicinity to Chicago by way of car 
ferry lines from the east bank of Lake Michigan and 
from thence to destination, met the Chicago rate, by 
way of South Shore lines, and consequently were com- 
pelled to make the same rate to Milwaukee, is no reason 
why the natural group of refining points should be 
divided as to Milwaukee and its immediate territory. 

Counsel for defendants claim that all the rates are 
90 per cent of fifth-class rate, a fact which is denied by 
the complainant; and it was finally conceded that Emlin- 
ton and some other points take the Buffalo groupings, 
for just what reason did not appear. 

Counsel charged that whereas when the National 
Association case was before the Commission they were 
quite willing to have all rates based on the percentage 
zone system, now they are trying to have the Commis- 
sion equalize commercial conditions. The rate is 6.6 
mills per ton mile, which, counsel contends, is not an 
unreasonable rate. The disparity complained of is a 
through rate to. Milwaukee of 21 cents from Oil City 
and 23 cents from Nevilles’ ‘sland and Coraopolis. 

He urged that to reduce these two rates would tend 
to reduce rates from Marietta, Cleveland, Toledo and 
Lima, as has been testified to by various witnesses; 
and shipments are actually moving fr m all these points 
and the changes asked for would tend to tear down 
the whole system of oil rates in Indiana and Ohio. 

Mr. Cowan said that Mr. Chamberlain had sought 
to cloud the issue by comparing rates charged the 
Standard Oil Co. at Olean with those charged the inde- 
pendent dealers for equal distance; whereas, he charged, 
no oil is moved by the Standard Oil Co. from the Penn- 
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sylvania fields to these markets, as they are fairly to 
be supposed to be supplied from Whiting, Ind. 

Mr. Chamberlain, in closing, said a review of the 
cases filed by the National Refining Co., would offset the 
statement that they always had wanted a 90 per cent 
rate. Where such a basis would put a man out of busi- 
ness, as it would here, there can be no justification for 
sticking to that relationship. Ninety per cent of fifth 
class cannot equalize the 90 per cent of sixth class 
which the Standard Oil Co. enjoys from Atlantic Sea- 
board. 


HARD COAL ROADS ANSWER 


The hard coal carrying roads on March 1 unloaded 
packing cases full of papers, books and so forth at the 
offices of the Interstate Commerce Commission, all ad- 
dressed to Chairman Lane. The contents are the best 
answers they have been able to make to the fifty-eight 
questions asked by the Commission on December 23, 
sent to the roads the day before Christmas, the answers 
to which, it is the hope of the Commission, will disclose 
the value of the property used in the mining, transpor- 
tation .and marketing of hard coal. 

The fifty-eight questions are divided into so many 
sub-questions that they constituted a pamphlet of re- 
spectable size. The answers of the roads are much more 
voluminous. The answer of the Lehigh Valley, for in- 
stance, consists, in part, of fourteen big volumes showing 
the estimate of value set on its property by a firm of 
engineers and accountants employed for that purpose. 
That estimate shows a value of $325,000,000, which is 
greater than the capitalization. Practically two-thirds of 
the property of the Lehigh is devoted to the coal traffic 
from the hard coal region. 

No attempt has been made to examine the answers 
submitted by the carriers, and none will be until at a 
time to be designated for arguments on the methods 
used by the roads in ascertaining the value of the prop- 
erty used in the coal trade. 





LIVE STOCK SPECIAL. 


To enable cattle growers along its line in Alabama, 
Mississippi, West Tennessee, West Kentucky, and Southern 
Illinois to get their cattle to market in shape to secure 
top prices and to stimulate the growing of beef cattle and 
hogs in this territory, the Mobile & Ohio has inaugurated 
a special live stock service from Meridian, Miss., to East 
St. Louis. For the present the service is semi-weekly, 
trains leaving Meridian, Monday and Wednesday and ar- 
riving at the National Stock Yards, East St. Louis, for 
the early morning market, Tuesday and Thursday. Vice- 
President and General Manager R. V. Taylor states that 
this service will be increased as the necessities of the 
traffic demand. 

From Meridian the special trains will handle live 
stock exclusively and stock for the St. Louis market will 
not be handled on other trains. Shippers at all stations 
have been informed as to the time of arrival of trains 
and requested to have their stock loaded and billed thirty 
minutes advance, as the trains cannot wait for loading. 
Stock from points south of Meridian will be fed and 
rested at that point and no stop for feeding will be made 
north of Meridian as the live stock trains will be operated 
on express schedules. 
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Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in freight handling and 
other branches of traffic work. Contributions are welcomed. THE TRAFFIC 
WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


MOTOR-DRIVEN REVOLVATORS 


“Motor Driven Revolvators” is the title of a new cata- 
log recently issued by the New York Revolving Portable 
Elevator Co. of Jersey City, N. J. It shows numerous 
different styles of their revolvators (portable tiering ma- 
chines with a revolving base), equipped with motor drive. 
It is claimed that the combination of the revolving-base 
feature with motor drives has produced a machine which 
in point of speed, economy and ease of operation, is with- 
out a rival when it comes to stacking bales, boxes, barrels, 
etc., in warehouses, storerooms and factories. 

The special advantages of the electric motor-driven 
revolvator are that loads can be raised at a much higher 
speed than by hand, and that heavier loads (up to two 
tons) can be elevated. 

This machine is provided with an automatic over- 
travel limitation device, which automatically brings the 


Revolvator With Motor Drive. 


platform to a stop before reaching the top of the uprights. 
The motor is operated by means of a simple controller 
box, having three positions for the handle, namely, “down,” 
“off,” “up.” When thrown to the “off” position a brake 
is automatically applied, so that the platform is held sta- 
tionary without creeping. 


A special device is provided so that the operator need 
not be near the controller box to operate the machine, but 
can run the platform up or down from any position. The 
man at the top of the tier can adjust the position of the 
platform to a nicety, so that the removal of a load is an 
easy matter. 

Oll motor-driven revolvators have the patented floor 
locking device, giving four widely separated points of 
support, making the machine rigid on the floor and lock- 
ing it so that it will not move when loads are being han- 
died. The upper part of the machine swings around on 
its own center, like a turntable, on ball bearings working 


in carefully ground races, while the lower half of the 
base remains stationary on the floor. 

The lifting speed in feet per minute varies with the 
capacity from 65 feet for a machine of 750 pounds ca 
pacity to 25 feet for one of 2,500 pounds. 

The larger illustration herewith shows a special de- 
sign of the motor-driven apparatus. The two joints in 
the uprights enable the machine to be adjusted to pass 
through low doorways, though, when raised, it is capable 
of stowing goods in rooms having a high ceiling. 


MOTOR TRUCK IN LUMBER BUSINESS 


That the use of motor trucks is fast becoming a 
factor in the economical operation of retail yard 
plants is demonstrated daily in various sections of 
the country where their use has been tested. A re 


Revolvator With Folding Extension Uprights. 


cent article in the Lumber Trade Journal dealt with 
the use of one in a retail yard at Natchez, Miss., 
and the facts related caused considerable interest 
among Southern retail dealers. A more “interesting 
compilation of facts in regard to their use has been 
prepared by the George W. Smythe Lumber Co. of 
Beaumont, Tex. This concern has been using two 
Moguls since commencing operations at Beaumont and 
so well pleased are they with their use that they have 
closed a state agency contract for use of the type 
they have been testing. 

The test given by the lumber company has been 
most thorough. As a result of their tests they find 
that one chauffeur can handle the two machines, one 
being loaded while he makes a delivery. An assistant 
is not necessary in making the deliveries as the trucks 
used have an unloading attachment which slides the 
lumber off by the pressing of a lever. In addition a 
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trailer for each truck hag been purchased, so that 
two deliveries can be handled by the one driver on the 
one trip. These trailers are equipped with the unload- 
ing device. 

In addition to its data on the cost between trucks 
and animal-propelled vehieles, the company finds that it 
averages three gallons of gasoline per truck per day, 
although on extra heavy pulls and long distance travel, 
a little more gasoline is required. It is nothing for this 
concern to send a truck and a trailer a distance of 
fifteen miles and have both back in the yard in less 
than half a day of working time. 

As this concern also uses several teams in its 
business it is capable of making an excellent compari. 
son. They figure that one of their teams will average 
six delivery trips per day with an average load of 1,200 
feet of lumber and building material and will also make 
an average of eighteen miles per day. The big truck 
operated carries easily an average of 3,000 feet and 
as the trailer carries as much more, it makes a delivery 
of 6,000 feet on one trip, and the average mileage of 
this truck since its operation, about six months, has 
been not less than fifty miles. It costs an average head 
of $25 per month to feed and care for two mules and 
this with the shoeing, repairs to wagon and harness 
easily runs over $30 per month. They pay their drivers 
$50 per month and each has to have an assistant on 
most deliveries to help in unloading. In addition to 
this come doctor bills ocasionally and the death of 
stock which means a heavy drain to replace. 

The chauffeur is paid $80 a month while the cost 
of wear and tear and fuel has so far averaged much 
less than that of the keep of a team and wagon. 
When it is considered that the truck and its trailer 
will do the work of ten teams, tie saving can be readily 
appreciated. Another feature is that it quadruples the 
delivery territory of a yard. 

The cost of a big truck and trailer is less than 
$4,000, while the cost of a team of mules, wagon 
and harness will average $600. As one truck and 
trailer will do the work of ten teams, where road 
conditions are suitable, it will be noted that the average 
first expense is also away in favor of the truck.— 
Lumber Trade Journal. 


MOTOR TRUCK SHOWS UP BAD PAVING} 





City officials will have to practice efficiency hereafter 
in securing good value for the tremendous expenditures 
from tax receipts made on paving account. The motor 
truck is going to be the taxpayer’s guarantee of value 
received in this point. Already the officials of not a few 
cities are getting worried at the way they are being shown 
up by the heavy vehicles. Engineers say the art of paving 
is sufficiently advanced to handle motor truck traffic with 
ease, but, owing to reasons best known to municipal offi- 
cers, the practice, by contrast, is in many quarters sadly 
ynismanaged. 

Of course, this is one of the present conditions which 
a prospective purchaser of motor trucks must investigate 
and determine for himself, its proper relation to his own 
possible profits or losses. 

There are some city officials who are trying to fly 
in the face of progress by proposing an absurd tax upon 
all yehicles, a recent proposed assessment in New York 
running as high as $1,000 a year for etxremely heavily 
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loaded motor vehicles. If this had been taken seriously 
some of the shippers, who are, of course, responsible for 
their own short-haul carriage costs, might have had to 
deal with a proposed transportation taxation and regula- 
tion proposition of their own, which would have resulted 
in a rather intense study of the benefits of motor truck 
hauling, which, under proper conditions, are unquestion- 
ably very substantial. Of course, an attempt by city 
officials to place an unreasonable artificial obstacle in the 
way of the rapid progress in the use of the motor truck 
would result disastrously to the officials, as the self-pro- 
pelled commercial vehicle meets a real need of the busi- 
ness community, which knows how to protect itself from 
the efforts of misguided officials. 


GETTING ACCURATE WEIGHTS. 

In the reports of the hearing in the weighing in- 
vestigation at Chicago on February 26, published in 
THE TRAFFIC Wort~p of March 1, an inaccuracy pf 
statement occurred in connection with the testimony of 
O. F. Bell, traffic manager Crane Co. What Mr. Bell 
described was the practice of the Sanitary Manufactur- 
ing Co., of Louisville, in weighing each article separ- 
ately and taking the aggregate for the weight of the 
carload. This practice had been investigated by Mr. 
Woolf and indorsed by him as giving correct results. 
The object of the testimony was to show that the 
weights found on small scales (platform scales) were 
more accurate than any found by weighing the car on 
track scales, necessitating the ascertainment of one 
more factor in getting the net weight. That is, the 
weight of the empty car. Mr. Bell states that it 
seems clear to him that weights ascertained by weigh- 
ing the property separately from the car are better 
weights than any ascertained by weighing the car for 
the gross and deducting a tare more often than not 
incorrect. 


CAR SURPLUS AND SHORTAGE 


Statistical Bulletin No. 139 of the American Railway 
Association gives a summary of car surpluses and short- 
ages by groups from Nov. 22, 1911, to March 1, 1913. 

Total surplus—March 1, 1913, 58,529 cars; Feb. 15, 
1913, 52,700 cars; Feb. 28, 1912, 44,984 cars. 

Compared with the preceding period, there is an in- 
crease in the total surplus of 5,829 cars, of which 5,796 
is in coal, 1,479 in miscellaneous, and a decrease of 842 
box and 604 flat. The decrease in box car surplus is 
in groups 2 (New York, New Jersey, Delaware, Maryland 
and eastern Pennsylvania), 3 (Ohio, Indiana, Michigan 
and western Pennsylvania), 4 (the Virginias and Caro- 
linas), 5 (Kentucky, Tennessee, Mississippi, Alabama, 
Georgia and Florida), and 10 (Washington, Oregon, Idaho, 
California, Nevada and Arizona). The decrease in flat 
car surplus is in groups 1 (New England lines), 5 (as 
above), 8 (Kansas, Colorado, Oklahoma, Missouri and 
Arkansas), 9 (Texas, Louisiana and New Mexico), 10 (as 
above) and 11 (Canadian lines). The increase in coal 
car surplus is in all groups, except 4 (as above) and 7 
(Montana, Wyoming, Nebraska and the Dakotas). The 
increase in miscellaneous car surplus is general, except 
in groups 1, 4, 5 (as above) and 6 (Iowa, Illinois, Wis- 
consin and Minnesota). 

Total shortage—March 1, 1913, 27,148 cars; Feb. 15, 
1913, 30,517 cars; Feb. 28, 1912, 37,142 cars. 

Compared with the preceding period, there is a de- 
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crease in the total shortage of 3,369 cars, of which 1,539 
is in box, 3,841 in coal, and an increase of 1,873 in flat 
and 138 in miscellaneous. The decrease in box car short- 
age is in groups 4, 5, 6, 7, 8 and 10 (as above). The de- 
crease in coal car shortage is in all groups except 7 
and 10 (as above). The increase in flat car shortage is 
in all groups except 5 and 7 (as above). The increase 
in miscellaneous car shortage as in groups 1, 2, 3, 6, 8, 
9 and 11 (as above). 


Compared with the same date of 1912, there is an 
increase in the total surplus of 13,545 cars, of which 
6,943 is in box, 7,800 in coal, 1,368 in miscellaneous, and 
a decrease of 2,566 in flat car surplus. There is a de- 
crease in the total shortage of 9,994 cars, of which 5,869 
is in box, 4,798 in coal, 2,219 in miscellaneous, and an 
increase of 2,892 flat cars. 


Figures in detail follow: 


SURPLUSES. 
Coal, 


Gondola 
and Other 
Date Box Flat Hopper. Kinds Total 
Mch, 1, 1913. 15,967 4,650 18,039 19,873 58,592 
pS eee 16,809 5,254 12,243 18,394 52,700 
Feb. 2 Ree 23,000 5,156 16,897 16,992 62,045 
ee, . B, TRG kno Kesds 13,078 4,081 16,823 16,677 50,659 
a | | Ares 5,482 2,919 7,599 10,135 26,135 
Nov. 7, 1912 2,632 1,551 7,262 8,452 19,897 
Oct. 10, 1912 4,701 1,079 6,491 10,539 22,810 
ee, El RRBs dec ces 7,906 1,285 5,310 12,879 27,380 
Aug. 15, 1912 27,559 2,301 9,658 19,105 58,623 
July 18, 1912 32,393 2,157 15,420 25,419 75,389 
June 20, 1912.........26,606 3,323 19,319 24,216 73,464 
May 23, 1912 23,298 4,053 71,068 25,264 123,683 
April 5, 1912 19,583 6,857 94,692 30,054 151,186 
ee Bp SOUP dla ticaks 14,681 6,310 12,540 19,151 52,682 
ek: le Seeweeisede 9,024 7,216 10,239 18,505 44,984 
as Wa I aesekss 12,781 8,125 14,042 20,644 55.592 
Dec 20, 1911 23,485 6,009 35,409 23,743 88,646 
Nov 22, 1911 10,531 3,684 12,346 16,498 43,059 
SHORTAGES. 
Coal, 
Gondola 
and Other 
Date Box. Flat. Hopper. Kinds. Total. 
Mech. st a a or Si 17,645 3,623 3,355 2,525 27,148 
a Ele Bc cc occes 19,184 1,750 7,196 2,387 30,517 
Feb. ceases 16,693 1,868 4,720 1,504 24,785 
Dec. Sis Bien c6ee ene 2,751 4,736 2,018 33,601 
meee. GB 1998)... ..205 38,723 4,382 12,778 6,653 62,536 
Nov. PPE de és a'¢ie 46.463 5,164 14,811 4,718 71,156 
Oct. 10, 1912 -32,749 4,076 14,897 2,667 54,389 
Sept. 12, 1912 - 22,837 3,182 8,331 1,650 36,000 
hee. Oe, Bete... .. -..2 6,413 2,558 4,703 1,048 14,722 
July 18, 1912 . 2,496 1,631 2,074 266 6,467 
June 20, 1912......... 3,169 1,555 450 572 5,746 
May 23, 1912... . 2,918 1,618 2,649 297 7.482 
April 25, 1912......... 6,152 1,613 2,144 2,396 12,305 
(ES RRR 19,413 904 8,159 5,498 33,974 
Feb. 28, 1912 23,514 731 8,153 4,744 37,142 
am. = Bp. UBB. oc cc cee 15,042 538 5,538 1,893 23,011 
pin cats 9.665 262 1.469 436 11,832 
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Weigh ALL Your L. C. L. Freight 


With No Increase in Operating Cost, Over the Best Automatic Dial in the World 


We build the most durable and accurate Quick-Weighing} Dial in existence. 
It is the most solidly and carefully constructed, has the most legible dial, and 
will maintain a high degree of accuracy longer than any other. 


This is because of the fact that it is a spring controlled attachment for a BEAM 
SCALE, the most reliable weighing device ever invented. 


ASK US FOR PARTICULARS 


Streeter-Amet Weighing and Recording Co. 


Makers of Automatic Weighing Devices - 
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ERIE PA., HAS TRAFFIC CLUB 


The Traffic Club of Erie was recently perfected, 
starting out with a membership of sixty enthusiastic 
representatives of shippers and carriers. The conduct 
of the club is vested in a board of governors com. 
posed of Messrs, R. A. Wade, E. H. Brevillier, Wm, §. 
Epply, C. E. Rhodes, H. W. Sims, M. M. Davis, M. W. 
Hismann, J. C. Grove,-D. A. Currie, Fred C. Lytle, 
Jos. D. Sterrett and F. A. Allen. 

The object of the club is stated to be to cultivate 
friendly relations and promote a better understanding 
between shipper and carrier. As soon as it is deemed 
expedient, the club will establish permanent headquar- 
ters, where members can meet and discuss matters of 
interest. 





Edwin H. Bre 
Roy A. 


Officers for the ensuing year are: 
villier, president; C. E. Rhodes, vice-president; 
Wade, treasuter; M. W. Eismann, secretary. 


onchange ine 
MINNEAPOLIS TRAFFIC CLUB 





The second annual dinner of the Minneapolis Traffic 
Club was held on February 26 with an attendance of about 
400. President Frank S. Pool took occasion to congrat- 
ulate the club that in a short time it will occupy its own 
quarters, which are now being fitted up. Among the fea- 
tures of the evening were the following: 


Carl R. Gray, president Great Northern, made his 
first appearance on such an occasion and his first address 
in Minneapolis. Howard Elliott, president Northern Pa 
cific, spoke of the Minnesota legislature and other legis- 
latures in seven states his road traverses, where, he said, 
280 bills affecting railroads are pending, and pleaded for 
fairness. J. L. MecCaull, former chairman of the traffic 
committee, Minneapolis Chamber of Commerce, said the 
reason the chamber is being investigated by the legisla- 
ture is that there has been too little publicity of its 
affairs in the past. Frank Schley of the Western Transit 
Co. recited some verses about cold weather in Alaska. 
W. G. Bierd, vice-president of the Minneapolis & St. Louis 
road, made an able and exhaustive argument for fair treat- 
ment of the railroads, urging the traffic club to use its 
influence to promote fair sentiment and citing figures to 
show the needs of the railroads and the seriousness of 
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Sell The OIL TRADE 


Some 1,100 Independent Oil Jobbers and 
Refiners and nearly 10,000 Oil Producers im 
this country are Constantly in the market for 








Steel Tanks Tank Cars 
Pipe Boilers 
Hose Steam and 
Hose Couplings Gas Engines 
Belting Chemicals 


You can reach this big and, growing market 
ONLY through 


The National Petroleum News 


Representing Independent Oil Men 
Rose Building Cleveland, Ohio 


Employ it as YOUR Salesman. Write Us. 





PRINTING 


of such class as will 
attract attention 


WE will gladly suggest, plan or 

compile folders, booklets or any 
printing required at reasonable cost. 
Estimates cheerfully furnished. Write 
us regarding any of your requirements 
in our line when next in need. We 
have night and day service — linotype 
and monotype composing machines — 
full up-to-date bindery and printing 
equipment. 


The Blakely Printing Co. 


418-430 Se. Market St, CHICAGO 
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Stack 
Goods by 
Electricity 















A motor-driven Revolvator will stack 


more goods in your storehouse, and in less 
time, than any other apparatus you could 
use. It will keep a pretty good-sized force 
of freight handlers busy to supply the 
Revolvator with cases, barrels, ete., to 
stack. Only one man is necessary for oper- 
ating the machine and stowing the loads 
away. Can be controlled from the floor or 
top of the tier, built in any size, and sup- | 
plied for either alternating or direcet- 
current circuit of any standard voltage. 
Write today and get information on this 
modern labor-saving device. 


Ask for our bulletin T W 21 on 
Electric Revolvators 


New York Revolving Portable 
Elevator Company 
364 Garfield Avenue, Jersey City, N. J. 
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the problem. E. J. Westlake, representative from Minne- 
apolis, spoke of the Minnesota legislature, defended it, and 
said it is not an unfair body and that its members are 
trying to work out railroad and other legislation for what 
they believe the best interests of all the people. 


CLEVELAND TRAFFIC CLUB. 

The Traffic Club of Cleveland was organized February 
15. Seventy-eight men holding positions in freight and 
traffic departments of railroads, water lines, electric lines 
and industrial concerns of Cleveland signed on the roll 
of charter members. The club’s principal object will be 
the bringing together of the men employed in the freight 
traffic departments of the various railroads and industrial 
concerns into co-operative and social] relationship. The 
officers elected were D. F. Hurd, traffic manager, Chamber 
of Commerce, president; W. A. Newman, general freight 
agent, L. S. & M. S., first vice-president; J. A. Coakley, 
division freight agent, American Steel & Wire Co., second 
vice-president; W. V. Bishop, traffic manager, Upson Nut 
Co., secretary; C. M. Andrus, traffic manager, Otis Steel 
Co., treasurer, 


ALLOWS INTERVENTION IN BOX CASE, 

On behalf of the Fiber Shipping Container Association, 
Luther M. Walter has filed a plea of intervention in the 
case of R. W. Pridham Co., against the Southern Pacific 
and others, which comes up for further hearing at Chicago 
on April 4. The intervenor merely adopts the allegations 
of the original complaint and particularly alleges that 
there is no basis for discrimination as between eastbound 
and westbound rates on fiber packages nor as between 
fiber containers and wooden boxes. The Commission has 
granted the intervening petition. 


POSITIONS WANTED OR OPEN 


Assistant traffic manager for an industrial con- 
cern desires to hear from manufacturer in need of a 
TRAFFIC MANAGER, or from parties desiring to 
start an industrial traffic bureau. Eleven years’ 
practical experience in railroad and commercial traf- 
fic departments and familiar with I. C. C. rulings and 
decisions. F. 66, The Traffic World, Chicago, Ill. 











Position (Chicago only) by expert TRAFFIC MAN 


having ten years’ railroad and commercial experience. 


Address F 73, The Traffic World, Chicago. 


ARTHUR B. HAYES 
ATTORNEY-AT-LAW 
COLORADO BUILDING WASHINGTON, D. oO. 


Fermer member of the Department of Justice as 
Seliotter of Internal Revenue 


Litigation 


Commerce 
a Specilaity 


interstate 
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Are You Ready? | 


Earn from $35 to $100 Weekly as a 


TRAFFIC 


MANAGER 
NEW JOBS—NOW OPEN 


“I have been at my desk six years. I would like an in- 
crease in salary,’”’ said Mr. Brown, to his Superintendent. ‘Yes, 
I believe you were here before I came. I would like to pay 
you more, but your desk isn’t worth it. What are you pre- 
pared to do?” 

What else could a man do who had been at one desk 
for six years? Don’t delude yourself by thinking that hard 
work and long hours will get you a higher position and more 
salary. A man is paid for what he knows and his ability to 
use it. Increase the quality of your services. Sell them in the 
market where you can get the biggest price. 


UNUSUAL OPPORTUNITIES—A NEW PROFESSION. 

Thousands of Business Concerns, Chambers of Commerce, 
Railroads, Traffic Departments, also the I. C. C., require men 
us technical knowledge of Interstate Commerce and Traffic 

ork. 

“I consider the training the best investment of time and 
money I ever met,’”’ says Walton, of the Pennsylvania. ‘‘Due 
to your practical system, I am now Traffic Manager of my 
concern,” writes Mr. Carroll of Chicago. ‘I have just taken 
the position as Traffic Manager of the Clover Leaf Milling 
Co.,”" writes Mr. Bollman of Buffalo. 

What is the use of deluding yourself with the mere hope 
of advancement when you can easily qualify yourself during 
spare time at home for this new, uncrowded field? 


LEARN MORE AND EARN MORE. 

_ The “La Salle System” covers practical daily problems 
arising in traffic offices every hour; how to compute rates, 
handle Interstate Commerce cases, organize and manage 
Traffic Departments and successfully handle large traffic affairs. 
It represents the tried-out experience of hundreds of traffic 
experts. It is so simple that anyone who can read a news- 
paper can understand it. Qualify for higher-salaried positions 
and more pleasant work, with shorter hours. 

VALUABLE TRAFFIC BOOK FREE. 

Begin now. Delays have cheated many out of an increase 
in salary. Write for the booklet to-day. Learn of the unusual 
opportunities which this new, uncrowded field offers. Anyone 
with average ability can qualify for this work. 


COUPON 


LA SALLE EXTENSION UNIVERSITY, 
Dept. 49, Chicago, Ill. 

I am interested in the new profession—Traffic Management. 
aaagee send me full information and Traffic Book, free of all 
cost. ; 
Name 


CPOE HEHEHE ETH EERE EEE EEE EEE EOE EERE SETHE EEE 
CTT HEHE HR HHH HEHEHE EE HEHE EEE HE SEES EE EEE EEE EEE HES 
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SUPPLEMENT No. 3 


TO 


TARIFF CIRCULAR No. 18A 


CANCELS SUPPLEMENT 2 
And Contains All Amendments to Date 


PHOTOGRAPHIC REPRODUCTION 


=| Regular Tariff Size 


READY NOW 


Single Copies - 10 cents, Postage Paid 
10to2s * = 8 ** each + 
25tol00 “=. : 6 

Over 100 *“* - A £5 ‘© Express collect 


THE TRAFFIC SERVICE BUREAU 
418 South Market Street, CHICAGO 


E FFIC WORLD, please Mention the paper in itin 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 





Charles Conradis H. R. Small 


Practices before the 


Interstate Commerce Commission Practices before the Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 


1605-14 Pierce Bidg., St. Louis, Mo. 





John B. Daish Belt & Graves 


Attorneys at Law; practice before Interstate Com- 


Interstate Commerce cases only 
merce Commission and all Courts 


1410 Security Trust Bldg., Chicago 
602-606 Hibbs Bldg., Washington, D. C. 810-814 Times Bidg., St. Louis, Mo. 


————_—_ 











Walter E. Mc Cornack Wade H. Ellis 


Formerly attorney for Interstate Commerce Commis- 
sion; Counselor at Law Interstate Commerce Commission cases 


Suite 956 First National Bank Bldg., 
Chicago, Ill. ss 504-512 Southern Bldg., Washington, D. C. 


_————_——_—_—_——— 








Arthur B. Hayes 


Attorney at Law; former member of the Depart- 
ment of Justice as Solicitor of Internal Revenue; 
Interstate Commerce litigation a specialty. 


1807 City Hall Square Bldg., Chicago, Ill. Colorado Bldg., Washington, D. C 


James A. Wagoner 


Specializing Interstate Commerce Cases 





Littleford, James, Ballard & Frost 


c. D. Chamberlin Francis B. James (Commerce Counsel and Attor- 

ney and Counselor at Law), in charge of Washing- 

Attorney at Law, Commerce Counsel for the ton office, where E. E. Williamson (Transportation 
805-6-7-8 Westory “Bldg., Washington, D. C. 
Rose Bidg., Cleveland, Ohio First National Bank Bldg., Cincinnati, O. 











Richard J. Donovan Jean Paul Muller 


Formerly with I C. C. and Dept. of Justice as 


Counselor at Law; Preparation of cases and trials Expert Acct, and Spcl. Asst. U. S. Atty. Specialty: 
of cases before the Interstate Commerce Commission Financial and Operating Analyses, Cost of Service 
a specialty; Experts on railroad tariffs furnished; Tests and Comparisons in Interstate and Intrastate 
Correspondence invited. Rate Litigation. 

170 Broadway, New York 420-424 Woodward Bldg., Washington, D. C. 
















H. C. Lust 


Formerly of Haynie & Lust. Traffic Cases Only. 
Evidence (ompiled and Cases Prepared and Handled 
for Carriers or Shippers. 

Corn Exchange Bank Bidg. CHICAGO 


Emerson Bentley 
Attorney at Law; Special attention to commerce 
practice before the Interstate Commerce Commission 
and Railroad Commission of Louisiana. 
224 First National Bank Bldg., Shreveport, La. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 


and are reaching out for such trade. 


of material assistance to manufacturers. 
We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


Chicago, New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 


G. W. SHELDON & CO., 





A competent Forwarding Agent can be 





Directory of Transfer Agents, Freight Forwarders, Warehouseman, Custom House Brokers, etc. 


Huguenot Express Co. 


NEW YORK, N. Y. 
634 West Thirty-sixth St. 


and distribution. 


Judson Freight Forwarding Co., Inc. 


CHICAGO, ILL. 
443 Marquette Bidg. 


western and Pacific Coast points. 


The Reading Truck Co. 


DETROIT, MICH. 


Carload distribution to ali rail- 
reads at Chicago without teams; L. C. L. shipments of 
machinery forwarded at reduced rates to all principal 


Prone 833 Greeley. For- 
warders, truckmen for all lines; bulk shipments from 
eut ef town a specialty; up-to-date facilities for storage 


phone No. 633. 


@ixth and Congress Sts. Authorized cartage agents 


fer the Wabash and Canadian Pacific railways and for 
attention given to 
distribution of carload freight for two or more parties. 


the Anehor Line steamers. Special 


Merchandise delivered as ordered. 


360-356 Seneca St. 
ing, handling, transferring and forwarding goods. Tele- 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 
“Unsurpassed facilities” for stoe 


Louisville Public Warehouse Co., Ine. 


LOUISVILLE, KY. 


Import and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 


Ashley Warehouse Co. 


ST. LOUIS, MO. 


Bonded and general storage. Drayage facilities. Oars 
promptly handled. Custom house entries attended ta 
insurance, 18c. Track connections. 





LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS hs owned, een, St peels. _Clavemen 


The National industriai Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce: Commission, state rail- 
road commissions and transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
gary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as mem- 
bers are traffic directors, managers, 
commissioners or other officials in 
charge of traffic of industrial or com- 
mercial organizations and traffic officers 
of representative shipping concerns in 
the United States. 


Headquarters, Tacoma Bldg., 5 North 
La Salle St., Chicago. 
Officers. 
J. M. Belleville, President, 


G. F. Pom Piowes Plate Glass Co.. 
ttsbu 

a. a: i ite ee, 

Comm’r, Transportation Bureau oO 

Commercial Club, Kansas City, Mo. 

Oscar F. Bell, Secretary-Treasurer, 

ber = Crane Co., 836 South Michigan 


ll. 
David. P hinge! lom, Assistant Secretary 
5 North La Salle St., Chicago. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper 


National Implement and Vehicle Associa- 
tion. W. J. Evans, Freight Traf. Mgr., 
American Trust Bidg., Chicago, Il. 

Sterling 
Manufacturers’ and Shippers’ 
Association. 

In charge of traffic industries located 
at Sterling and Rock Fails, Ill. 


AS) | ee ae President 
BS, Bis | Rs pads. «sa cea Vice-President 
W. J. Burleigh....... Secretary-Treasurer 
Wes. Ot LOR ies se cctcnar ua Traffic Manager 


MINNESOTA, 
Northern Pine Manufacturers’ Associa- 
tion. H. 8S. Childs, Secy., Minneapolis. 


MISSOURI. 
Business Men’s League. P. W. Coyle, 
Comm’'r, 614 Bank of Commerce Bidg., 
St. Louis, 


TENNESSEE, 

The Memphis Freight Bureau. L. R. 
Donelson, Pres.; W. G. Thomas, Vice- 
Pres.; James s. Davant, Commissioner, 
Memphis, Tenn. 


TRAFFIC CLUBS 
National Federation of Traffic and Trans- 
portation Clubs. J. V. Zartman, Pres.; 
Carl K. Landes, Secy. 
The Chicago Transportation Association. 
Ray F. Clark, Pres.; H. E. MacNiven, 


Secy. 

The Traffic Club of New York. A, F. 
Mack, Pres.; C. A, Swope, Secy. 

The Spokane Transportation Club. Chas. 
W. Colby, Pres. 

—_ oe Club of uy 8 hreCe F. B. Mont- 


;G cCabe, Secy. 
The “Tratte Cl Club of o_ Tex. T. EB. 
Jackson, axwell, Secy. 


The Traffic * Glub ‘ot Philadel hia. 
Bedford, ghia. Fa 


Secy. 


Tren Versen, Secy.- 


The Traffic Club a Pittsburgh. 
Johnston, Pres.; D. L. Wells” 
The Transportation — of Indian 3 

L. L. Fellows, Pres.; L. B. Stone, 
The Traffic Club of + fe En land, Bosto 
T. E. Byrnes, Pres.; Wa. Cc. Boston. 


J. TT. 


Secy. 

The Transportation Club of Cincinnati. 
C. W. Poysell, Pres.; J. H. Anderson, 
Secy. 

The reasparsutien Club of Louisville. 

D. C. Harris, Pres.; S. J. McBride, Sec. 
The Transportation Club of Toledo. L. G. 
Macomber, Pres.; J. S. Marks, Seay. 
The Traffic Club of St. Paul. J. R. Jones, 

Pres.; A. L. Bowker, Secy. 

The Traffic Club of Newark. John T. 
Rogers, Pres. ; R. Cooke, Secy. 

The Traffic Club of —— Kr W. 
Parker, Pres.; F. R. , Becy. 
The Transportation Club of Detroit, Mich. 
aney A. Jones, Pres.; W. R. Hurley, 

ecy 

Transportation Club of San Francisco, J. 

Burgin, Pres.; Theo. H. Jacobs, 


ecy. 
The Rallrozd Club of Kansas City, Mo. 
Z. N. Stroud, Pres.; Claude Manlove, 


ecy. 
The Transportation and Traffic Club, 
pireiog ham, Ala. L. Sevier, Pres.; O. 


The Traffic Club of sat ag tom KF. 8. 
B. Ro 


Pool, Pres.; F. ley, 
Sait Lake Transportation Club. C. J. 
MeNitt, Pres.; R. Row! J 
Traffic Club of Milwaukee. Wm. P. 


O’Connor, Pres.; C. a Lloyd, Secy. 
Tegner cesar Club of Lima, 
rae trick, Pres.; D. L. Rupert, Secy.- 


argnd Raplde Trae, Club, Grand Rapids 
Bale, Secy. 


in writing to advertisers. 





THE TRAFFIC WORLD 


; Otis “Dock Type” Inclined Elevator in Operation at Mystic Dock, Boston & Maine R. R., Boston, Mass. 


QUICK and ECONOMICAL Transportation and Handling 
of Freight Is the Most Vital Problem in 
Railway Traffic Service Today 


This problem is instantly solved by the installation of 


Otis Inclined Elevators 


Mechanical Continuous Motion Carriers which meet every con- 
dition of handling from level to level, and through whose use you will 


Save 60% to 80% of the Time and Cost of 
Your Present Methods of Handling 


If you are depending upon man-power to push 
loaded trucks up steep inclines, you are simply wast- 
ing time, energy and money. Use Otis Inclined Ele- 
vators and stop the loss. Using the Otis Inclined 
Elevator, the man has only to load his truck, push 
it over to the ramp, and the Otis Inclined Elevator 
does the rest. The trucks, with heavy loads, are 


brought from level to level quickly, safely and 
without physical effort. No time is wasted—no stops 
—no straining at the grade—no congestion—the work 
goes on continuously. Then, as quickly as unloaded, 
the Otis Inclined Elevator carries the trucks back for 
more freight. An electric motor is all that is required 
for operation and the current cost, results considered, 
is almost negligible. 


Send for Catalog giving full particulars 


\We make types adapted to every condition. 


Put your “moving problems” up to us. 


Let us show you how to largely increase capacity and decrease cost. 


Otis Elevator Company 


Eleventh Ave. and Twenty-sixth St., New York 


Chicago: 600 West Jackson Blvd. 


Offices in all Principal Cities of the World 











